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CHAPTER I. 

The Classificatioii of Merchandise in the Acts of Parliament — Its Defieienoies-^Terminals — ^The 
Railway Companies' Classification — Its Defects — ^A New Classification. 

Singe the time when, in 1829, at Rainhill, on the Liverpool and Manchester Railway, 
Stephenson gained the prize for the best locomotive engine, and finally determined 
the system under which the railways of this and other countries are conducted, an 
immense number of alterations and improvements have been made in the original 
machinery. It would, perhaps, be difiGicult to name a single part of the railway and 
its appurtenances of fifty years ago which has not been changed. In the locomotive — 
tank, fire-box, mode of heating, boiler, engine, taps, valves, wheels, funnel, &c. In 
carriages and trucks— doors, windows, seats, roofs, axles, springs, bearings, &c. In 
the permanent way — trails, sleepers, crossings, points, levers, signals, &a In the 
stations — waiting-rooms, platforms, ofi&ces, &c. These have all been changed, and 
are still being changed as improvements are discovered and found necessary. 

In one department, not mechanical, things remain very much as they were at 
first This is the matter of railway freight charges, and the principle (if there be 
any) upon which they are arranged. It woidd be an invidious distinction if 
individuals were nominated, as soon as they were bom, to be first, second, or third 
olass passengers, and to be compelled, no matter what their circumstances might be, 
to pay the fare of that class to which they had been designated, whenever they 
travelled. Tet this is precisely what has been done by the railway companies with 
articles of merchandisa The legislature has classified a few articles of commerce, 
leaving the great majority unmentioned save as ''all other articles, matters^ or things," 
and it has devolved upon the companies to place each unmentioned article in the 
class which they have deemed fit Upon the slender basis furnished by the Parlia- 
mentary Acts in classifying merchandise, the railway companies have erected so large 
an edifice that base and apex seem to be reversed. The following is an example of 
the classification of goods given in an Act of Parliament, together with the maximum 
rates at which such goods may be charged : — 

Per ton 
permfle. 

Slack 50 miles and tmder ... Id. 

Da Above 50 miles 

Coal, Cannel, Coke, Cinders, and Culm 50 miles and under ... 

Do. da Above 50 miles 

Manures, Lime, Limestone, Charcoal, Stones, Bricks, 

Tiles, Slates, Ironstone, Iron Ore, Qay, Sand, <&c.... 15 miles and imder .. li 

Do. do. do. ... Above 15 miles I- 

Iron, Ironwork, &a, undamageable Under 50 miles 1; 

Do. do. 50 miles and over... .. 1( 

Damageable Iron, Sheet, Hoop, and all other similar 

descriptions of Wrought Iron Under 50 miles 2i 

Do. do. do. ... 50 miles and over 1 ^d 
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Sugar, Grain, Com, Flour, Hides, Dyewooda, Man- ^ri^ 

cheater Packa, Earthenware, Timber, Stavea, Deala, 
Metala, Hardware in packagea or cases, Nails, Anvils, 

Vices, and Chains Under 50 miles 2^d. 

Do. do. do. ... 50 miles and over 2a. 

Cotton and other Wools, Manufactured Goods, &c Under 50 miles 3d. 

Do. do. do. 50 miles and over 2^d. 

Fish, Feathers, Canes, Cochineal, Furniture, Hats, Shoes, 

Toys, and all other articles, matters, or things Under 50 miles 3id. 

Do. do. do. 50 miles and over 3a. 

For any Boiler, Cylinder, or single piece of Machinery, Timber, or Stone, 

Exceeding 4 tons and under 8 tons... 8d. 

Do. do. Above 8 tons Any sunu 

For any Timber, Stone, or other single article which on account of the 

length thereof may require more than one carriage Any sum. 

For small Packages not exceeding 5001bs. in weight Any sum. 

All articles except Stone and Timber to be charged 2,2401bs. to the ton. 
Stone to be charged 14 cubic feet to the ton. 

Oak, Mahogany, Teak, Beech, or Ash, to be charged 40 cubic feet to the ton. 
All other Timber to be charged 50 cubic feet to the ton. 

The foregoing is the Parliamentary authority for charging Minerals and Good» 
on one of the principal English railways. The railway company may charge these 
rates or less, but may not exceed them. It is manifest that the separation of articles 
of merchandise into clasaea with such widely varying ratea, is of the first importance 
to traders, and it is a pity that so little care has been bestowed by Parliament on 
this point. In the beginning there was no experience to serve as a guide, and the 
phraseology of the Canal Acts was adopted, and has been continued to the present 
time. Each railway has its own private Act, and there is no uniformity. Each Act 
has its own classification of goods and rates. Many of the smaller lines have been 
joined to the larger railways, the original Act authorising maximum charges remain- 
ing in force for each united section of railway. It is, therefore, a complicated task 
to ascertain, in some instances^ what are the maximum charges between certain 
stations. The London and North Western Railway Company has amalgamated 
with 44 separate companies, and is said to have altogether about 80 Acts of Parlia- 
ment specifying maximum rates. Many of the Acts contain a clause as follows : — 

'' And with respect to the conveyance of goods, the maximum rates of charge to 
be made by the company for the conveyance thereof, along the said railways, 
including the tolls for the use of the said railways and waggons or trucks, and 
locomotive power, and every expense incidental to such conveyance, except a reason- 
able sum for loading, covering, and unloading of goods, and for delivery and collection, 
and any other services incidental to the business or duty of a carrier, where such 
services or any of them are, or is, performed by the company, shall not exceed the 
following sums." 

The railway companies allege that in addition to the maximimi rates mentioned^ 
they are entitled to charges for the accommodation provided at the stations, such 
charges being commonly known as Terminals. They may be divided into three parts — 
first, the provision of sidingSi warehouses, &e, ; second, loading, unloading, covering, 
and imcovering; third, cartage, otherwise collection and delivery. In the second and 
third cases it is admitted that the companies are justified in making an additional 
charge, but in the first it is doubtful, and is the subject of much contention. 
Whether the companies are entitled to niake a terminal charge for warehouses and 
sidings or not, it is necessary for them to provide such conveniences, or they would 
not be able to conduct the traffic : hencCi they are bound to expend money on these 
things, and it is another tmfortuuate instance of the faulty wording of the Acts, that 
the source of income for such outlay is left in doubt. 
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The Clause says a reasonable sum may be charged for loading, coyering, and 
imloading of goods, and for delivery and collection, but no sum is mentioned, and the 
companies are thus empowered, in addition to their mileage rates, to make a further 
charge for terminals, which is left entirely to their own discretion. This is an 
excessive delegation of power, urgently needing correction. It would have been 
more sensible, considering the difficulty in estimating the cost of railway conveyance, 
if the mileage rates had been left imdefined, save as reasonable sums, and the 
terminals fixed as maximum terminal charges. 

It may be asked, how do the companies contrive to formulate the rates, espe- 
cially those called through rates, on these numerous, dififering, and imperfect Acts of 
Parliament ? The answer is, the companies have established a system which, though 
far from adequate or perfect, is practi<^ and harmonizes with common sense. They 
have compiled a catfdogue of every description of traffic, minerals and goods, placed 
them in dphabetical order, and ranged them in 7 classes, viz. : one minersd class, 
one special class, and five other classes for general merchandise, numbered 1 to 5. The 
mineral class is the lowest, and No. 5 class the highest. This book is called the 
General Classification of Goods, Railway Clearing House, and is revised periodically. 
The number of articles mentioned in it was, in 1847, 326 ; in 1852, 710 ; in 1860, 
1,028 ; in 1870, 2,387 ; in 1881, 4,088; and the number is increasing every year. 
This classification practically fixes the charge for the carriage of each article of 
merchandise between all stations. The number of articles mentioned in the Acts 
of Parliament is very few ; for example, the Great Western Railway Act contains 
between 50 and 60 ; the London and South Western Railway Act, 41 articles. It is 
obvious, therefore, that, as there are over 4,000 articles to classify and only about 
half a hundred of them are mentioned and classified in the Acts of Parliament, it is 
left to the railway companies to classify, as they please, a large proportion of traffic. 
The Parliamentary Select Committee on Railways in 1881, elicited, from the railway 
managers themselves, strong condemnatory evidence on the subject of the classifica- 
tion of goods. The following is a portion of it : — 

Evidence of Mr. Orierson, General Manager of the Great Western Railway, 

12520. Are you satisfied with the classification? 

I should not be satisfied with that classification as a permanent classification, 
because it is simply a compromise. 

12521. Are the public satisfied with that classification ? 

The public are not satisfied with the classification, if they think they have any 

chance of getting theur goods classed lower ; everybody, manufacturer or merchant, 

would be glad to get his goods classed one class lower. 

« « « « « 

12526. The classification is made entirely by the railway companies in the 

conferences, so that it is part of their unwritten law ? 

The public have no vote upon it, so far as that goes. 

« « « « « 

12541. Would you object to a uniform classification by arrangement, subject to 
Act of Parliament, applicable to all railways ? 

If the classification were made wide enough to meet the circumstances I have 
just mentioned, I would not object to it ; but I would only speak for the Great 

Western Railway Company. 

♦ ♦ ♦ ♦ ♦ 

12551. I think it is admitted by everybody round the table, that the classifica- 
tion is an imperfect one, and imfair; would you give the Committee a practical 
suggestion of how we should remodel it? 

I would say, so far as the Great Western Railway Company is concerned, that 
if other companies wiU concur, they wiU join in preparing a classification based upon 
the Clearing House classification, and will be prepared to consider an equitable 
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re-adjustment of their maximum rates, in accordance with such classification, based 

upon our present toll powers. 

# ♦ • ♦ ♦ 

12561. Would you intend that that new classification should be afterwards 
sanctioned by law ? 

I woula assume that such a classification would become an Act of Parliament ; 
but no such re-classification would be equitable without taking into consideration the 
powers of each company, because, taking the case of the Great Western Company, it 
is an amalgamation of a large number of companies, and Parliament has specially 
permitted that amalgamation to take place with the existing tolls of the lines whicn 
we took over remaining in force. 

Evidence of Mr. FvMa/y^ Oeneral Manager of the London and North 

Weitem Railway. 

14260. Now, passing to another question, I think I understood you to say that 
a uniform classification could only be carried out by great concessions on the part of 
the railway companies 1 

That is so. I think I might say, to save the time of the Committee, that I 
quite agree with the evidence Mr. Grierson has given upon the subject of the 
classificatioa He spoke in answer to question No. 12551, on behalf of the Great 
Western Company, to this effect; and on behalf of the London and North Western 
Company, I may say that we should agree with what Mr. Grierson suggested. This 
is your question to him : '' I think it is admitted by everybody rotmd the table, that 
the classification is an imperfect one, and unfair ; would you give the Committee a 
practical suggestion of how we should remodel it ) " And his answer was : '' I would 
say, so far as the Great Western Railway Company is concerned, that if other com- 
panies will concur, they will join in preparing a classification based upon the Clearing 
House classification, and will be prepared to consider an equitable re-ac^ustment of 
their maximum rates, in accordance with such classification, based upon our present 
toll powers." I think, on behalf of the London and North Western Company, that I 
should agree with every word of what Mr. Grierson says in answer to that 
question. 

14261. What I should like to know about that is, are you prepared to have 
that classification, when prepared by yourselves, made obligatory upon you? 

When it was finally agreed, I should say we would be prepared to nave it made 

obligatory upon us; but I could not speak for other companies upon that point. 

•» •» •» •» •» 

14265. Do I understand that, virtually, this new classification book would over- 
ride your maximum rates in your private Acts ? 

My view is, and I believe that expressed by Mr. Grierson is, that in lieu of the 
present classification and the toll powers in the separate Acts of the several com- 
panies, we should agree with the authorities, say, with Parliament or the Board of 
Trade, as to a new classification, and a new schedule of toll powers, havmg regard to 
that new classification. 

14266. But supposing one article in this new classification were put in a class 
where the maximum rate exceeded what the company was empowered, by its own 
special Act, to charge upon that one particular article, that could not be carried out 
without legislative sanction? 

It would have to be carried out in the end by legislative sanction. I do not 
think it could be made legally operative and binding upon all the parties concerned, 
unless probably by some public or separate Bill before Parliament to that effect 

Evidence of Mr. Tennant, Oeneral Manager of the North Eattem Railway. 

14809. What do you say about this question of a new classification, as it bears 
upon the relation to the maximum rate clauses in the different private Acts 1 
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As I said, the North Eastern Railway Company have tolls mserted in their 
Amalgamation Bill which aiSects the main portions of their railway, and in that Act 
it is recited that it is lawful for the company to demand, receive, and take any reason- 
able sum for loading and unloading, receiving, or delivering, and for providing cover 
for minerals, goods, articles, or things. Now, if a revised classification means that 
there is to be some material diminution of the toll-taking powers of the company, I 
think there would be very serious objections to it I^ on the other hand, it means 
that for public convenience it would be desirable that the Acts of Parliament, which 
now contain only some 50 or 60 articles, should be considerably extended, bearing in 
mind, all the time, that if done, it should only be by an equitable readjustment of 
the taxing powers of the companies, then the North £astem Company would be pre- 
pared to unite with other companies in endeavouring to carry out any arrangement, 
provided, as I had said before, it was not any material alteration of their present 
position as regards their shareholders in the matter of tolls. 



14861. In your opinion, with regard to the classification book generally, do you 
consider that it requires considerable revision and alteration ? 

I am not prepared to say that it does for practical purposes. 

14862. Would you not say that it is full of inequalities and absurdities ? 

I would not go so far as to call them absurdities, but there may be some 
inequalities. If very competent people were to sit down and revise the book, and 
make it perfectly consistent, probably at the end of 12 months, it would be found to 
be equaUy full of anomalies, not to say absurdities. 

14863. Would you say, for instance, that there is any difference between 
apples and dried apples. Why one should be charged under class 1, and the other 
charged tmder class 3 ) 

I should say there is little difference, but I am not prepared to give a precise 
definition of the difference between apples and dried apples ; still I have no doubt 
there are a good many reasons why it should be as it is. 

14864. I will take you through the item of iron, which we both know some- 
thing about ; for instance, axles are classed 2, while axles and wheels together are 
classed 1 ; do you see any reason for that t 

Of course axles, if closely packed, will go in larger quantities per truck than 
axles on wheels. 

14865. Then you ought to charge more for the axles on wheels than you do 
for the axles 1 

That should be so. 

14866. Instead of that, it is the reverse. I will mention another point which 
I find in the evidence of one of the witnesses, that bridge work is charged special, 
while roof work is chaiged No. 2, both being ironwork. Now, you are an engineer, 
or, at all events, know enough of engineering matters to know the difference between 
the two ) 

I always shelter myself by saying I am not an engineer when I am asked engineer- 
ing questions ; but when a bridge like our high level bridge was going to be put up, 
it would require a good deal more carriage than the roof of a station or other 
building. 

14867. Take the roof of York Station ? 

I would venture to say that the roof work in that case would never be carried 
at the class rate at all, because anybody going to erect a building like that would 
apply for a special rate, and would get one. 

14868. Let us take a small lattice bridge, which consists of flat bars punched, 
while roof work would consist of round bars, with a hole punched at each end of the 
rod ; what would be the difference to you as carriers 1 

Bridge work and roof work must cover something more than the mere bars ia 
each case. 
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14869. But you know all about the work; is there any practical difference 
between bridge work and roof work for railway carrying pur^KMses 1 

1 said it would all depend upon the quantities which wanted to go. 

14870. Let us take 10 tons of each, or 100 tons of each 1 

You may work it out to almost any extent in supposititious cases. The question 
is, whether particular goods <tre not likely, under general circumstances, to go in 
larger quantities than other classes of goods ; and that may be the case as to the 
difference between bridge work and roof work. 

14871. You are not inclined to give any definite opinion about it, one way or 
the other 1 

If you ask me my opinion generally, I would say that if I were to sit down and 
go through the classification, which now contains about 4,000 articles, I should find 
some articles which would appear very difi&cult of explanation, until I had the goods' 
managers before me to ascertain firom them the reasons for classifying the articles in 
that way, upon which I might find that they could give some very good reasons for 
differences which appear on the face of the classification to be great anomalies. 

14872. Take a 9 inch column and a 9 inch water-pipe, both hollow and both 
cast ; the pipes are carried '* special " and the column under No. 1 ; is there any 
difference there that would justify that difference in charge ? 

It all depends upon the general course of trafi&o and the quantities that are 
being carried. 

14873. But you classify goods apart from those considerations, do you not? 

I can only say that the classification book is arranged after every consideration 
has been given to it, and much knowledge brought to bear upon the question. 

14874. Would not a column be an ornamental casting? 
It might be. 

14875. I will take you upon that point ; here are stable fittings charged 2, and 
corn-bins charged 3? 

I cannot pretend to give the special reason for every particular item of trafi&c 
which may be in that classification. 

14876. Is it not the case that a column mav be a beautiful piece of ironwork, 
or it may be nothing but a waterpipe tnmed upside down ? 

It may be. 

14877. Therefore you cannot judge of the classification without you see the 
goods themselves ? 

It has extended now to 4,000 articles, and if we were to extend it to the case 
of a column which is ornamental as compared with a column which is not 
ornamental, it would give rise to a great deal more trouble and very little more 
satisfaction. 

14878. Chains in casks are carried second, and chains loose are carried '^special." 
Can you tell me any difference between chains in casks and chains not in casks ? 

I could not state the reason off-hand ; they might be more valuable, or a variety 
of reasons might enter into the consideration. 

14879. Now, going from metals to Esparto grass, at owner's risk it is carried 
'' special," while press-packed in the first class ; hay, at owner's risk, in the second class, 
and press-packed in the second ; now, hay is the more valuable article of the two. 
Are you not favouring the foreigner there at the expense of the home consumer ? 

No ; the Esparto grass is imported for the benefit of the paper-maker, and does 
not come into competition with hay at alL Esparto grass is, moreover, a regular 
trade, while hay is exceptional traffic altogether. 

14880. There is a good deal of hay going about the country surely, and there 
would probably be more if it were carried ''special?" 

Of course the fitct of a great many of these articles being put in these various 
classes arises in consequence of the pressure brought to bear by parties who are doing 
business in those particular articles who have been able to show good reason why 
they cannot afford to pay the full charge of the higher rates. 
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14881. Is not that preferential dealing ? 

The term ''preferential" has been used very often, but I do not think there is 
anything preferential about it. 

14882. Will you turn for a moment to page 47. While we were on the Esparto 
grass case, you said it was charged '* special " because it was a paper-making mate- 
rial ; and assuming that is so, I find a number of paper-making materials, some of 
lesser value than Esparto grass, and some of greater value, which are classed No. 1 % 

I do not know to what allusion is made. 

14883. Then I find that flower-pots in casks are classed No. 2, while preserving 
jars in casks are classed No. 1 ; flower-pots, at owner's risk, are classified *' special,'' 
while loose earthenware, also at owner's risk, is classed No. 1 ? 

I have no doubt that there are reasons for it. 

14884. Those are inequalities ; now let me show some instances which appear 
to me to be absurdities : jute is classed No. 1, and wool No. 2 ; while jute and wool, 
mixed together, are classed No. 3 ; why not one-and-a-half? 

There is not that intermediate class, but a great many of these things which 
look absurd could easily be rectified by putting a few of those which have been 
pressed into the lower classes under pressure, back again into the higher classes. 
My opinion upon the classification is that it is very much like the British Con- 
stitution — it has grown up and been altered from time to time to meet the 
circumstances of the trade of the country ; but taking it as a whole, it has acted well 

for the public, and fairly for the railway companies. 

♦ ♦ ♦ ♦ ♦ 

14889. With regard to this vexed question of the classification, do not you 
think it might be advantageously revised from time to time by a conference of 
experts nominated by the Chambers of Commerce and the traders in combination 
with the representatives of the railway companies, and possibly some nominated by 
the Board of Trade if they should extend their staff 1 

I do not think that would be a practicable mode of doing it, except in this way, 
that the goods managers of the companies who have these matters in hand, ought, 
of course, to make themselves acquainted with, or obtain as much information as 
possible upon, the subject But I do not see how the traders could give us more 
information than we already possess, because the traders make their wishes, and 
wants, and views known and felt, and are making them felt continually. It is almost 
a daily occurrence that goods managers, and often general managers, have applica- 
tions for reductions of rates of various descriptions, and the reasons have to be well 
weighed before any decision is arrived at. 

14890. But the question I put to you was as to whether a conference of experts 
would' not help the railway managers in coming to a fair conclusion. Take one 
instance that Mr. Caine inquired about, namely, the difference between bridge work 
and roof work ; the Committee have it in evidence before them, and evidence that I 
do not doubt for a moment, that the manager of the railway would not know whether 
a single truck of material was bridge or roof work, unless it was described by the 
sender ? 

No; but the next truck might, conversely, be just as easily distinguished. 
Eailway business cannot be reduced to an exact science; you must have general 
classifications of rates which cover a great many articles, and also cover a great many 
differential circumstances : but I do not think the goods' managers are deficient in 
information, or that they are likely to be kept in ignorance of any claim which can 
possibly be put forward by the public for an alteration in rates. 

Evidence of Mr, Scatter ^ Goods Manager of the Manchester^ Sheffield, and 

Lincolnshire Railway. 

14962. May I take it shortly, that you agree that the Clearing House classifica- 
tion should be revised 1 

Ida 

♦ « ♦ ♦ ♦ 
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14964. I think we have heard that the classification book is revised annually 1 
That is scarcely correct, it is not revised annually. I have here before me the 

agenda for the revision of the general classification for 1881, and this contains all the 
notices of all the railway companies in the country, suggesting various alterations ; 
and, I may say, that only those proposed additions, or alterations, are considered at 
what we call the Revision Committee of the Clearing House, and not every article 
gone through seriatim, in the classification book. , 

14965. But they meet once a year to consider any suggestions ? 

Yes. I may say that I happen to know about this, because I was the Chairman 
of the Goods Managers' Conference last year, and, of course, presided at the meeting 
where this revision took place. I am quite prepared to hand in this agenda paper, 
not for the purpose of printing, but for the information of the Committee, to show 
the modus operandi in dealing with the classification. 

14966. In the agenda paper are there any advances made ? 

Out of a very large number of suggestions which are made in this paper, there 

is only one suggestion fbr an advance in the classification, all the rest are reductions. 
« « « « « 

15152. Do you know how many articles are added to the classification annually I 
There are about 160 articles added every year ; there have been for the last five 

years. 

15153. Do you know what are the changes made in the classification from year 
to year ? 

Yes, I stated that there had been during the last five years 73 reductions, 9 
advances, and 778 new articles added ; that is a total of 860 alterations. 

Evidence of Mr. Farrer^ Secretary to the Board of Trade. 

16364. Are you in favour of the adoption of a uniform classification by the 
railway companies ? 

It would, no doubt, be a very desirable thing, in order that the public might be 
able to learn at once what is the maximum charge which can be imposed upon them. 
I understand that what has been suggested is, that there should be a new classifica- 
tion, and that that classification shotUd be purchaseable by any person who wishes to 
get it. That classification would not give the actual rates charged, but it would 
give the classes into which the goods would be divided. The rat^ could be obtain^ 
by writing to the company ; but, with the classification in his hand, the trader could 
see in what class his goods were charged, and would be able to compare the charge 
made for those goods, with the charge made for other goods ; and, moreover, if I 
understand the proposal rightly, the classification would include a new schedule of 
maximum rates, and in that case he would be able to see whether the rate quoted 
to him exceeded the maximum rate or not It would not give the public a know- 
ledge of what they were to be charged, but it would give them the means of 
ascertaining whether the chaige quoted or made, was in excess of the maximum or 
not 

16365. With regard to the proposal to insist upon the railway companies 
conscJidating the clauses under which they charge, do you think it would be a 
difficult thing for them to do ? 

Of course, if what I have stated as what I understand to be their proposal is 
correct, they would be obliged to consolidate their schedule of maximum tolls ; in 
fact, a new classification would involve, and carry with it, a new schedule of maxi* 
mum rates. 

16366. But I meant each railway company separately) 

That would be another proposal. If the railway companies can agree with one 
another about a general schedide of maximum rates, which no doubt would be a 
difficult thing, and which it is for the companies to say whether they can do it or 
not, that would be a more complete job ; but if not, it would be a very desirable 
thing that each railway company should consolidate its own schedules of maximum 
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' rates^ which are now scattered through a great variety of Acts of Parliament The 
existing companies, consisting as they do of a great number of small companies 
which have been amalgamated, have a great number of Acts with different schedules, 
and it would be a very good thing if each company could get a new schedule of 
maximum rates. 

16367. In default of the larger scheme which you have shadowed out, it would 
be, no doubt, a great aid to the traders if a new classification could be adopted, and 
that each railway company consolidating its Acts should place all its rates in a clear 
form, so that each trader looking at the classification, and finding which class his 
goods were put imder, would be able to tell what the maximum charge was by the 
Company ? 

Yes, he would be able to compare the rate made to him with the maximum 
charge by the Company, always supposing the new schedule to include terminals, 
because unless it does include tem^nals, it is no use telling the trader the mileage 
charge. 

The foregoing gives the reader a fair insight into the vexed question of the 
classification of goods. The existing classification is condemned as inequitable by 
those of the public who have had an opportimity of seeing and understanding it, and 
it is equally condemned by the railway officials who have arranged it. How is it to 
be amended? If the combined sections of trade revised it, the railway companies 
would be as dissatisfied as are the public with the present book, and probably the 
public would be no better pleased with the result. Its unpopularity is ascrlbable to 
a want of scientific method in compiling it ; there has been far too much rule of 
thumb. Interested traders have been able to bring pressure to bear, and have 
induced the companies to transfer articles firom higher to lower classes, leaving the 
inference to be drawn, either that the first classification was wrong or that the 
second is preferential Then the railway companies have advanced articles from 
lower to higher classes, not certainly from the desire of traders, but most likely 
because of some loss suffered by the companies through damage. to those particular 
descriptions of gooda Instability seems to be too great a feature in the classification. 

With the view to produce a better work, each article of the 4,000 and more 
recounted in the Clearing House classification should be subjected to a severe and 
careful scientific examination as to its measurements, specific gravity, &c., in order 
to ascertain the maximum weight of that article which an ordinary railway truck 
could convey. This duty should be imdertaken by one or more scientists. In the 
next place, the value of the article should be ascertained, together with its liability 
to damage from wet, breakage, delay, theft, or any other cause. One or more 
individuals practically acquainted with merchandise and its prices, and one or more 
individuals practically acquainted with the handling of traffic on railways, should 
have this task assigned to them. A standard should be agreed upon by each division 
of investigation, and the articles, as examined, should receive values in accordance 
with it. Finally, the respective values of each article should be collated, and its 
place permanently fixed in an amended classification, the reasons therefor being 
registered and published. The Board of Trade ought to appoint a committee 
to perform such functions and to deal with new traffic as it offers itself. The 
knowledge of the published facts would spur traders to devise new methods of 
packing so as to diminish the bulk and by that means obtain the lowest and most 
favourable classification. The railway companies evince a disposition to accept an 
improved classification based upon the present Clearing House classification, to 
supersede the one in practical use, and the meagre classifications embodied in the 
separate railway Acts. An impartial committee, such as a department of the Board 
of Trade, constituted after the manner shown^ seems calculated to win the approval 
of both the public and the railway companies, and to set at rest, once for all, the 
agitations which continually arise. The expansion of the classification will be dealt 
with later on. 



14 BAILWAY BATEa 



CHAPTER TI. 



Maximum Rates — ^Equal Kfleage Rates — Unequal Journeys and Earnings of Waggons — Average 
Waggon Loads — The Three Terminals, Station Accommodation, Handling, Cartage. 

The question of maximum rates is beset with greater difficulties than the 
classification of goods. Parliament, in addition to merely stating the maximum 
rates per ton per mile in the railway Acts, should also have furnished a Table 
showing the maximum charge for one ton of each particular class conveyed one mile 
and upwards, enumerating as many consecutive miles and corresponding maximum 
charges as would cover the extreme length of the railway requiring the Act This 
information can, of course, be obtained by each person making the calculation for 
himself from the words of the Act Yet such a Table would have been eminently 
useful, and would have saved an immense number of calculations to traders who 
have endeavoured to institute a comparison between the actual and maximum rates. 

The principle of uniform tonnage rates per mile, commonly known as equal 
mileage rates, is not a sound one. The railway companies discard it, though they do 
not substitute a satisfactory principle in its place. An illustration will serve to 
show its inapplicability. An ordinary railway truck, fully loaded, carries six tons of 
a certain article, whose maximum rate is Id. per ton per mile. For a distance of 10 
miles the maximum charge is 5s. ; 20 miles, 10s. ; 50 miles, 25s. ; 100 miles, 50s. ; 
200 miles, 100s. If a reasonable profit is obtained from the truck's journey of 10 
miles where it earns 5s., then it would be possible for it to make 20 consecutive 
journeys of 10 miles with a similar load, the gross charge being 20 x 58. = 100s., 
which is equal to the charge that the truck would earn if it travelled the 200 miles 
in one journey. But if a profit is made in each of the 20 journeys, which would 
occupy at least 20 days, and require 20 loadings and 20 unloadings of the truck, a 
much greater profit must be made in the one journey performed in one day, requiring 
only one loading and one unloading of the truck, the total earnings of each being 
the same. It is manifest that in a case of this kind the application of equal mileage 
rates would be inequitable. 

Eeasonable maximum chaises can be founded only on the knowledge and 
experience of railway companies themselves. A mass of information is wanted, to 
which they alone have access. The cost of working each branch of the service, the 
average load of the trucks, the average load of the trains, and many other statistics 
are recorded, but it is desirable that the relative costs incident to each kind of traffic 
should be ascertained, and also the relative costs of each truck journeying all 
distances under different loads. The capabilities and actual performances of railway 
trucks deserve particular attention. Subject to the present conditions of railway 
work, a waggon cannot perform more than one journey daily, under the most 
favourable circumstances. As a matter of fact, the average length of time, measured 
from the loading of a truck, preparatory to its journey, to its reloading, preparatory 
to another journey, is considerably more than 24 hours. The length of the journey 
has little influence in curtailing this lapse of time. If a truck is loaded for Stock- 
port, another for Birmingham, and another for London, and despatched from Man- 
chester on the same evening, each truck will be discharged not sooner than the day 
after, when it may be reloaded. It may very well be assumed that three trucks might 
travel between Manchester and the three stations named, each making a journey 
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one way daily with similar loads, but the difference in amount of earnings must be 
very considerable. While the waggon is being drawn from the starting point of 
its journey to its termination, it is performing the functions for which it was built. 
As soon as it reaches its destination, and so long as it stands under its load, it per- 
forms the function of store room, warehouse, or whar£ Hence, according to the 
length of the journey, so is the usefulness of the truck as a machine for the convey- 
ance of traffia K the journey occupies one hour in travelling 20 miles, the 
truck is engaged in its legitimate functions perhaps one hour in 24 ; if it occupies 
four hours travelling 80 miles, or eight hours travelling 160 miles, it is more con- 
tinuously engaged daily, and therefore more profitable. The servants in each branch 
of the railway service are paid wages for the performance of certain duties, upon 
which they are supposed to be continuously engaged for a certain time ; lessen this 
time and the amount of duties performed becomes correspondingly less. The 
engines are engaged in performing certain work daily and nightly, upon which they 
are continuously engaged. By reducing the length of time worked their usefulness 
is impaired and the earnings contracted. If a railway truck costs £100 for its 
construction, and travels only 20 miles per day, it cannot be so remunerative as a 
similar truck travelling 80 or 160 miles per day, always assuming the loads to be 
alike. At some of the railway stations, especially where there is limited warehouse 
accommodation, waggons may be seen standing under load for many days together. 
They may be likened to so many individuals to whom wages are being paid and who 
are practically idle. The conclusion to be drawn from these facts is, that the charge 
for the conveyance of traffic over a short distance, must be greater, proportionally, 
than for a long distance, and for short distances of three or four miles, railway 
companies are absolutely shut out of competition, especially in goods traffic, the 
ordinary horse and cart being much more handy and economical Until the railway 
companies can devise means to put their trucks to greater travelling use, the charges 
necessary for short distances must be disproportionate to those for long distances. 

It has been assumed, in treating of the length of journey made by waggons 
daily, that the trucks were fully loaded. But such is not the case with the 
conveyance of goods traffic. An ordinary goods truck is capable of carrying six 
tons. It is only occasionally that it is actually loaded to the maximum limit The 
following is extracted from the evidence given before the same Select Committee, 
relating to the subject of average waggon loads. 

jSvidenee of Mr. Findlay, London and North-WeUem Railway, 

14547. Do you think this statement which you gave about the average train 
load out of London, represents a fair average of the train loads upon your system ? 

Yes, I should say so, speaking from previous inquiry which I made upon the 
subject, when I had an opportimity of taking some of the other stations, namely, 
Liverpool, Manchester, Bolton, and Birmingham ; that is five or six years ago, and it 
then worked out, taking the other stations, as not more than 35 cwt. to the waggon 
on the average ; and the Return, I think, I mentioned to the committee at Camden 
was about 1 ton 13 cwt. 

Evident of Mr, Scotter^ Manchester^ Sheffield, and Lincolnshire Railway, 

15046. But the average cost per train mile comes out accurately enough, does 
it not, when the total expense is divided by the train mileage ) 

It does, as a gross calculation, but I could not myself allocate the cost for the 
goods train mile, because you would not know how to divide the staff, and the 
general offices, and the direction ; they all would have to be apportioned. There 
are several stations in charge of one agent ; perhaps three-fourths of his time is 
occupied by goods, and one-fourth by passengers, or vice versa, so that it would be 
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impoBsible to allocate it with any degree of accuraoy ; you can get the gross easily 
enough. Now, a misconception has existed with reference to the loads of a train ; 
first of all, the average load of a waggon passing out of Manchester, all the year 
round, is 2 tons 3 cwts. loaded. 

15047. Would that include mineral traffic? 

There are no minerals at Manchester; it would be only goods. Now the 
average weight per truck upon the whole line, including all minerals except coal, 
that is to say, including pig iron, and eyerything, is only 3 tons 3 cwts. 

15048. You have not the average of the goods separately over the whole line, 
have you ? 

I have classed everything with goods, except coal and coke ; and the average 
weight per waggon of coal and coke is 7 tons 7 cwts. over the whole line. 

In addition to the more continuous legitimate employment of trucks, endeavours 
should be made to increase the average weight carried, and if the railway companies 
took the public more into confidence, there is no doubt that traffic could be provided 
in larger quantities and packed in more suitable forms in single consignments. 

The question of terminals is a very perplexing one. The railway companies 
allege that the maximum rates cover only the actual conveyance of the traffic upon 
the main line. Theoretically, the traffic must be placed upon the truck standing on 
the main line at the starting point by the sender himself, and it must be unloaded 
standing on the main line at the end of the journey by the consignee, both sender 
and consignee providing every contingent expense of the two terminals. Practically 
this cannot be done, and it has been enacted that the railway companies shall have 
power to charge a reasonable sum for loading, unloading, covering, and for collection 
and delivery. Of the 4,000 and odd articles in the classification, the terminal 
. services are diversified. In the first place, there is a difierence in conveying them 
in and out of the trucks. Deals are discharged by hand, logs of timber by crane, 
loose potatoes by shovel, &c. Sometimes the handling is done by the public, 
sometimes by the railway company without there being any corresponding change in 
the rate, and frequently leaving it doubtful whether the rate covers the handling or 
not. The carting terminals, collecting and delivering, are sometimes excluded in 
the rates, sometimes half included, and sometimes wholly so. The companies' rate 
books commonly show distinctly where the rates are station to station, or not carted, 
but in the other two cases, the declaration is not so precise. This is a matter which 
the railway companies ought to remedy, as they easily can do. The railway 
companies claim the power to make a charge for providing warehouse and siding 
room, in addition to the handling and cartage charges. This, as said before, is a 
disputed point, owing to the ambiguous phraseology of the Parliamentary Acts. 
Relating to terminals, the following extracts are given, taken from the evidence 
given before the same Select Ck>mmittea 

JSvidence of Mr, Grierson, Great Western Railway. 

13159. You told the committee that so far as the Great Western Railway 
Company was concerned, they would be satisfied with an average charge in respect 
of terminals (other than loading and imloading, which you claim) of the sum of 3s. 
on goods, that is to say Is. 6d. at each endl 

Other than loading and imloading ; that is to say, for station accommodation. 
I only say that because of the desire that there should be a simple charge known to 
all the parties. I do not consider it equitable either for high-class goods or for 
expensive stations. I should certainly prefer our present position of being able to 
make a reasonable charge. 

13160. That Is. 6d. per ton, I understand, would be the average sum that you 
would charge in respect of these terminals other than loading and unloading ; would 
you propose to charge that Is. 6d. at each end on aU kinds of goods alike ? 

Not upon all kinds of goods, if you include minerals with goods. 
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13161. But excluding minerals ? 

The Is. 6d. at each end would be upon general merchandise. 

* * * * * 

13725. With regard to terminal chargeS| would you approve of fixed terminal 
chaiges for the different classes of goods ? 

I would approve of a fixed sum for terminals for simplicity, and only for 
simplicity. I would prefer our present position as a matter of equity both to the 
public and to the railway companies ; that is to say, that when a station is not 
costly the charge will be smaller, and that when the station was costly and the 
service expensive the charge should be higher, but there is no doubt much to be 
said in favour of a fixed terminal for simplicity. 

Evidence of Mr. Findlay, London and North-Western Railway, 

14111. Do the figures which you have given as to the other places include 
passenger stations ) 

No, they do not, but I made that remark for this reason, that I might tell the 
Committee that we have actually spent in providing goods stations in Liverpool, a 
sum twice as much as was required originally to construct the Manchester and 
Liverpool Railway. In the construction of the Manchester and Liverpool Railway, 
with all its appliances (I am not speaking of the first prospectus that was issued, but 
in 1832, when the railway was completed and in full working order), with stations, 
such as they were, at each end, and rolling stock, the Manchester and Liverpool 
Company had spent rather under a million of money, whilst to-day we have spent in 
the construction of goods stations in Liverpool alone, a sum close upon .£2,000,000, 
that is to say, £1,913,000. Whilst dealing with the terminal question, I should like 
to be allowed to say that the cost of what we call the handling of the goods in Lon- 
don, that is to say, the loading and unloading, and the appliances and hydraulic 
work and machinery in connection with the working of the goods, stations, was 
2s. lid. per ton in London. 

14112. That was the charge simply for loading and imloadingi 

Simply loading and unloading, and the wages and fuel and stores in connection 
with the working of the hydraulic machinery, engines, and so on. 
1^13. Including clerks ? 
Yes, including clerks. 
14114. And gate-policemen, and so on % 
Including everything in the station, exclusive of cartage. 

« « « « « 

14139. You desire to make some remarks with regard to what some of the 
witnesses have said in estimating the expenses, with respect to the carting and 
porterage and covering of goods ? 

The Mayor of Blackburn considers that lOd. a ton would be a fair charge to 
make for the cartage of cloth in Blackburn and Manchester. I can only presume 
that the Mayor cannot have taken all the elements of cost into account, because we 
have our own horses and teams in Blackburn, and the cost of our cartage is certainly 
quite Is. 6d. per ton, whilst in Manchester it is from 2s. to 2s. 3d., at the very least. 
Another witness from Blackburn considers 2d. a ton a fair charge for porterage. I 
have taken out the average cost per ton of porterage, that is, the actual loading and 
unloading of waggons throughout the whole of the London and North-Westem 
Railway, and it is rather more than 9d. a ton, and I am certain, from my experience, 
that it is quite impossible to load merchandise traffic at any such charge as 2d. per 
ton. 

14140. You mean for the cost of wages 1 

Yes, for the cost of wages only. The average cost of loading and unloading 
throughout the whole of the London and North-Westem Company's line, at ever}^ 

B 
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station, is 9d., that is to say, 9d. for loading is the actual cost, and 9d. for unload- 
ing for every ton sent, *not counting such ton twice over. 

14141. What would that include ? 

It includes porterage, it includes not the interest upon the cost, but the station, 
and the cost of coal and other things in working the hydraulic engines, and it would 
include clerkage, I have no doubt. 

14142. It is at any rate a great deal more than mere labour 1 
Yes. 

14143. It is 9d. for once handling 1 
Yes. 

14144. When goods come in a waggon into one of the stations upon the London 
and North-Western line, from that time, until they are deposited in the railway 
truck, they will cost in one way and another, 9d. a ton ? 

Yes, 9d. a ton. 

14145. That includes all the expenses connected with clerkage 1 

Yes, except the interest upon the capital, and it includes nothing, of course, for 
risk. 

14146. The 9d. includes what Mr. Grierson described as terminals, does it not? 
It would include porterage, it would include foreman, it would include the man 

who sheets and covers the waggon, and it would include the checker and the man 
who makes out the invoice. 

14147. And the policemen who watch the goods? 

All the people employed in connection with the station. 

« « « « « 

14150. You wish to say that the scale of allowance for terminals between the 
companies forms a reasonable basis to estimate the charge, as between the railway 
companies and the public ? 

Yes, I adopt the suggestions made by Mr. Grierson. Mr. Grierson suggested, 
although not in the same words, that Is. 6d. per ton for the cost of railway stations, 
plus something for the cost of handling, no doubt would form a reasonable basis 
upon which to calculate the cost of the terminal service. That would be an average, 
of course, and it would have to be considered whether an average sum, which is 
sufficiently definite and well understood by the public, would be a fair thing to name, 
or whether a sum to be fixed by some tribunal which should fluctuate according to 
the class of traffic, would be the better plan to adopt My own view is, speaking for 
the London and North-Westem Company, that it should be a definite and reasonable 
smn. There has been so much said upon the question of terminals, and the right of 
the companies to charge them (in some respects it has been urged that the public 
have not been fairly dealt with), that I think that question should be settled in a 
definite and reasonable form, so that it should be a well understood question for the 
future, and not be constantly recurring as it has been recurring, in one Parliament 
after another, as to what those terminal charges are. I have a strong feeling upon 
that point, and I think it should be settled once for all, upon that basis. 

14151. Could you make the excess charge upon those who neither ask nor 
receive station accommodation ? 

Those cases would have to be met specially. 

14152. Is there any point you wish to mention in anticipation of your further 
examination ? 

At the close of my evidence on Thursday last, I was a little pressed by the 
honourable member for Bolton, as to whether the 9d. per ton that I mentioned as 
the average cost of labour throughout the whole of the London and North-Westem 
system, really was for labour only, or whether it included other services, such as 
clerkage, and so on. I have had the figures checked in the interval. Of course they 
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are enormous figures to deal with, and I find the 9d. a ton which I mentioned, is for 
labour only. It is 9d. a ton at each end for the loading and unloading, which I take 
as being the average cost throughout the whole of the London and North-Westem 
system ; and then, in addition to that, there is a sum of 4'44d., practically 4^d., 
which is spent in account keeping, clerkage, ' invoicing, and other services of account 
in connection with what we call the duty of a carrier, so that the total terminal in 
respect of all those services would be Is. 1^. ; 9d. for loading and unloading, and 
4^d. for clerkage and services of that kind. 

14153. That is, taking the average of all classes of goods, is it not ? 

That is the average of all classes of goods, taking the total expenses and the 
total tonnage which is dealt with throughout the line in the year 1880. 

14154. Does that average include minerals 1 
It is exclusive of minerals. 

14155. Is it exclusive of iron ? 

Where iron is handled and loaded at the company's station, it would be 
included ; where it is not handled, it would be excluded. 

♦ ♦ ♦ ♦ ♦ 

14619. Do you get furniture in more than one ton lots ? 
Yes, and we generally give special rates for furniture. 

14620. But as it appears from the rate book, your charge for collection and 
delivery of furniture and terminals, is as much as from 32s. to 41s. in excess of 
the maximum mileage rate 1 

• Yes, and I think that a reasonable charge. That will be about 15s. at each end. 

14621. You consider those to Jbe reasonable, charges ? 
Yes, for that class of traffic. 

Evidence of Mr. SeoUer, Manchester, Sheffield, and Lincolnshire Railway. 

14946. Are there certain terminal allowances made between the different 
railway companies between themselves 1 

There are. 

14947. What are those ? 

At present we allow the railway companies, amongst themselves, the amount 
being credited by the Clearing House to each company, 9d. a ton for minerals. Is. 6d. 
for what is termed station-to-station traffic, 4s. for collected or delivered traffic in the 
<K>untry, and 8s. 6d. in London. The 9d. terminal for mineral traffic, I should 
explain, does not include terminal allowance on coal, coke, limestone, or ironstone, 
the terminal upon those articles generally being fixed by arrangement with each 

company. 

♦ ♦ ♦ ♦ ♦ 

15017. Will you tell the Committee about the terminal and carrying services 
upon furniture ? 

I merely mentioned that because one or two of the witnesses, in giving evidence, 
referred to the apparently high rates for furniture. Now I, from more than 20 
years' experience, say that whatever rate the companies charge for furniture, it 
is not a profitable transaction. I do not believe that any furniture is carried upon 
any railway at a profit, the terminal expenses on furniture being so great For 
instance, when you collect it from a house, or warehouse, or shop, it has to be 
specially loaded upon a lorry ; the heavy goods must be put at the bottom and the 
lighter ones at the top, and when it comes to the station it cannot be loaded direct 
on to the waggon, for the unloading has to be performed completely so as again to 
get the heavy goods at the bottom, so that in loading and unloading there are some* 
times not less than five or six operations. 
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15088. Is it not the case that American cheese as a rule comes in in cheeses of 
a certain fixed weight, each cheese being separately packed in a box, and being 
easily handled ] 

Yes. 

15089. Those cheeses are from 70 to 80 lbs. weight, are they not? 
They are about 601bs. I think. 

15090. Would not an English cheese of the same weight be as easily handled if 
it was not packed in a box ? 

One cheese would, but not a number. 

15091. I am taking cheese for cheese; the American cheese comes in in large 
quantities, and in cheeses of 561bs. weight ; one cheese packed in a box. Do I 
rightly understand that each American cheese is in a separate box ? 

Yes. 

15092. So that you have a given number of cheeses of 561bs. weight? 
Yes. 

15093. If you had an equal number of English cheeses of the same weight, where 
would be the difference in the expense of handling the two lots of cheese 1 

The difference is in the loading operations; a lorry will come to the station with 
a lot of American cheese, and a man would roll them along the platform, and pack 
them in the waggon two or three high, but that could not be done with English cheese; 
if you were to roll them the English cheese would, perhaps, run over a bolt or nail, 
and would be broken to pieces, and the company would have to pay for it whether it 

was carried at owner's risk or not, because it would be held to be negligence. 

♦ ♦ * * ♦ 

15261. Have you endeavoured on your system to ascertain what were the 
expenses of loading and unloading, and of the various station accommodation 
charges, which you would say ought to.be included or covered by the Is. 6d. terminal ? 

I say that the Is. 6d. terminal should not cover any loading or unloading 
charges ; the cost of loading varies at different stations ; I consider it costs us 9d. for 
labourage operations. What I call labourage operations include the checkers, the 
loaders, and the sheeters, and so on. 

15262. My question applied to all the other services which are included in the 
term station accommodation for which you say a Is. 6d. terminal would suf&ce ; I 
ask you, have you examined the expenses which are incurred at your own stations? 
I imderstand you to give the Committee figures to establish the reasonableness of 
Is. 6d. terminal? 

I have given the Committee the cost of two goods stations that we have erected 
within the last two years. I have not gone back further, because we have the 
figures before us, and we know what they cost to a pound ; and I have shown the 
Committee that upon traf&c passing through those stations the interest on the outlay 

alone costs the company from 2s. to 3s. a ton. 

* * * * * 

15354. You quote all your first-class rates as delivered and collected rates? 
Yes. 

15355. Do you make provision at country stations for delivery ? 
We make provision for it, but we allow cartage when claimed. 

15356. Is it usual for you to allow a deduction for collection or delivery at 
country stations where you do neither ? 

We have very little of such traf&c at the country stations, and furthermore, it 
is traf&c mostly under 5001bs., and even if it was applied for, we should not allow 
any cartage upon traf&c under 5001bs. 

15357. In dealing with the rate book charges, has this under 5001bs. question 
anything to do with them ? 

I say there is no trafic at country stations above 5001bs carried at the collected 
and delivered rate. When I say " no trafl&c " I am speaking in round terms ; I 
should say not one consignment in a hundred would be over 5001bs. 
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15358. Do I understand you to Bay that there is practically no trafl&c through- 
out the country in the 1st, 2nd, 3rd, 4th, and 5th classes to country stations 1 

Not above 5001bs. weight ', I mean at little country stations where we have no 
cartage staff. At most large towns we have a cartage staff, otherwise we make an 
arrangement with the village carriers, or something of that sort 

15359. Could you say what allowance you make ? 
i It is 2s. 3d. in one instance that I recollect. 

15360. What do you allow in Manchester ? 
We allow Is. 6d. a ton to the outside publia 

15361. And what do you allow your agents? 
We allow our agents 2s. 6d. 

15362. To the outside public you allow only Is. 6d. ? 

Certainly, because we have to keep up a staff to do the work, and we cannot 
allow the same amount to the outside man. It has been pointed out that if that 
were so, the long distance traffic would be left to the companies, and the short 
distance traffic carted by the parties. 

15363. Is it a general rate of 2s. 6d. per ton, or does it vary] 

I believe it is on many things more than 2s. 6d. a ton ; it is an average charge. 

Evidence of Mr. Light, Goods Manager of the South Eastern Railway, 

15817. I am not quite sure from your evidence given on the last occasion 
what terminal would satisfy you at the Bricklayers* Arms Station ? 

I explained that the actual cost to the company for the premises and for the 
labour, works out at 3s. 7d. per ton ; but I stated that if a terminal were to be 
fixed, it would have to be provided for somewhat in this way ; that is to say. Is. 6d. 
for the heavy class of traffic, the special, and the mineral class, working up to about 
12s. 6d. for the higher class of traffic. 

16818. Would that include delivery 1 

No, the 3s. 7d. does not include delivery ; simply the station terminal 

15819. Let us take the case of hops as being something specific : what terminal 
would satisfy you for hops, including delivery in the Borough ? 

I think we ought to have at least 10s. per ton; that would not more than pay 
expenses. 

15820. Ten shillings per ton, including delivery in the Borough? 
Yes. 

15821. What terminal do you want at the other end, the country station ? 

If reasonable help were given by the senders of the hops, I think Is. 6d. would 
be sufficient 

15822. Do not the senders of hops load at the country stations ? 

Our people always superintend ; there is nothing more dangerous in loading 
than hops. 

15823. The consignors load the hops, and your people superintend? 

As a rule we do the loading ourselves ; we engage men specially for that duty 
for the season. 

] 5824. The terminals on hops including delivery, then, would amount together 
to lis. 6d. per ton at both ends? 

Yes, at both ends. 

15825. And include delivery in the Borough ? 

Yes. 

♦ ♦ * ♦ ♦ 

15882. Assuming you were limited to 5d. per ton per mile upon hops, I should 
like to know what it works out at from Sevenoaks to London. I want to see how 
much the terminals are that you are really charging in London with 5d. a ton per 
mile? 

That is to say, charging 10s. at both ends. 
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15883. The distance from Sevenoaks is 20 miles? 
Twenty miles at 5d. would be 8s. 4d. 

15884. You are charging from Sevenoaks 24s. ? 
Twenty-four shillings, including everything. 

15885. That is 15s. 8d. which you have for terminal charges and delivery in 
the Borough ? 

All that argument means that you are putting down a price which is not 
sufficient to do the work to start with. 

15886. The question put to you is this : does 15s. 8d. represent the terminal 
charges, the extra charges for delivery, and so on ? 

It does not. 

15887. Then what does it represent ? 

I do not think it represents anything except the balance of the figures which 
Mr, Barclay gives. 

15888. Take Redhill, a distance of 21 miles from London ; 5d. per ton per mile 
for that distance comes to how much ? 

Eight shillings and ninepence. 

15889. While your charge from Redhill to London is how much 1 
Twenty-seven shillings ; that leaves, as I said before, a balance upon your figures 

of 18s. 3d. 

15890. So that allowing you the high mileage rate of 5d. per ton per mile, 
while the charge on the Brighton line is only 2d., and the South-Western only 3d.^ 
there is a margin left of 188. 3d.for terminals and delivery in London ? 

That is accepting the statement that 5d. is a high rate. 

15891. Could you point out to me a higher rate ? 

I have already said that I am not acquainted with all the Acts of Parliament^ 
therefore it is utterly impossible for me to reply to the question. 

15892. Take the case of Staplehurst ; that is a long distance, 40 miles ; 5d. a 
ton a mile would make 16s. 8d., and your charge is how much? 

Thirty-six shillings. 

15893. That brings out 19s. 4d. for terminals and other charges? 

Yes, accepting your view of it. 

« « « « « 

15965. Do you not quote the furniture rate aa a collected and delivered rate? 
I have already said No. 

15966. Are you quite certain about that? 

I should not give such a positive reply unless I were. All the class goods^ 
1, 2, 3, 4, and 5, are station to station, so far as our rate books are concerned. I 
only know that the public pay those rates as station to station rates, and if we do 
the collection and delivery we make an extra charge, and they pay it. 

15967. If those are station to station rates, according to Mr. Hunter, your 
maximum rate for furniture which you are entitled to charge from Dover to 
Folkestone is 2s., and you are charging 19s. 2d? 

Of course Professor Hunter has used his own idea as to what our charges are^ 

and he has made it 2s., but I do not agree with him. But even supposing I did 

agree with him, I say then that there is no terminal charge you can possibly make 

which will more than just cover your expenses and liability for the loading of 

furniture. 

If * * * * 

15985. You charge from Dover to Gravesend for furniture, as I have it^ 
71s. 8d. ; that is a station to station rate, I understand? 

Yes. 

15986. And estimating the mileage at your maximum rate upon other part» 
of your line, which you have referred to at 4d., there is a margin there for terminals 
at the stations without delivery of 48s. 4d. ? 

That is accepting, as I said before, your version of what is a fair and reasonable 
rate for mileage. 
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Evidence of Mr. Scott^ General Manager of the London and SouthrWestem Railway. 

16209. For what dealing do you charge the terminals apart from loading and 
unloading % 

For the whole of the accommodation provided and for the labour performed. 

16210. What occurs to me is this, that taking one ton of goods, in the third 
class for instance, the terminal, apart from loading and unloading, should be very 
much the same as for any other ton of goods in that third class % 

I do not think that would be reasonable; you must have regard to the 
particular goods. Although those goods may happen to be in the same class, yet 
you could not reasonably make the same charge for one kind of goods as for another. 

16211. Is not that determined by the classification 1 

It is determined as to the rate, but not as to the terminal. Now the terminal 
would include many things ; it would include, as we say, station accommodation, 
and also the expense of loading and unloading. 

16212. I am leaving out loading and unloading just now % 

There are words in the clause, which is the usual clause, that you are entitled 
to charge for '^ any services incidental to the business or duty of a carrier f now, 
that is a very wide definition. 

16213. Could you point to any service which you perform in respect of one 
kind of third class goods which you do not perform in respect of another kind of 
third class goods ? 

I should think so. I will take some examples from the third class in the 
Clearing House classification. In the third class there are seeds ; in the same class 
there are sofa springs and iron spittoons; what might be a reasonable terminal 
charge for seeds would not be so for sofa springs. 

16214. Why not; we are excluding loading and unloading in the meantime, 
but talking merely of what you call station terminals ? 

Yes, but that is inclusive of the services incidental to the duty or business of a 
carrier. 

16215. What service do you perform in respect of sofa springs which you do 
not perform in respect of seeds f 

A ton of sofa springs would cost a great deal more even to receive, leaving out 
the handling, than a ton of seeds, and would be a much more difficult thing to deal 
with. 

16216. That would have come, I should have thought, under the head of 
loading and unloading. The charge for loading and unloadmg, I should presume, 
would have varied according to the goods, but this abstract term of station 
accommodation which is presumed to be in respect of watchmen and covering in of 
the station, and so on, would, as it seemed to me, have been very much the same 
upon each class % 

My own opinion is that that would not be just, and that you would require to 
have regard to the kind of goods. 

16217. Do you, as a matter of fact, make a difference between spittoons and 
sofa springs in your terminal charge ? 

I really do not know how many sofa springs would go to a ton ; there must be 
a very large number, and we should have to provide space for receiving them, and 
warehousing them. 

16218. They are in the same class, and being now in the same class, have you 
or have you not, as a matter of fact, a different terminal charge for them ) 

We have no specific terminal as regards our local rates ; we do not pretend in 
our local rates to separate terminal charges from others. 

16219. But those two being two incongruous articles of the same class, have 
you a different rate for them 1 

Certainly not ; I merely took those two articles together to compare them with 
seeds. I presume the trouble with respect to sofa springs and spittoons would be 
much about the same. 
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16220. And seeds would be dififerent 1 
Seeds would be different. 

16221. However, you are compelled now under existing legislation to distinguish 
between terminals aad the mileage charge, at the request of the traders, when the 
request of the traders has been made, and what I ask is whether it would not be 
possible and just as easy to make the distinction before instead of after ? 

It would be quite impossible to frame the rate book kept at each station to 
show these terminal charges distinct for every article; of course, where we are 
called upon to separate the charges, we are bound to do so, but we could not show 
the separation in our rate book. 

16222. I may be very dense, but would you give me the reason why that 
which you can do upon the 5th of July you could not do upon the 1st ? 

There are so many circumstances to be taken into account When an order is 
made upon us, that order refers to particular goods and particular stations ; and the 
task of complying with that order is a much more simple thing than it would be to 
make the attempt to separate every rate into its separate elements. 

16223. In both cases it would relate to a particular station. No doubt in each 
case there would be anomalies, as there must be in any complicated system of 
charges ; but I would only put it to you whether, upon the whole, it would not be 
more reasonable and satisfactory to the traders that they should know at once, 
before they send their goods, how much they should be chargeable for terminals, and 
how much for mileage ? 

I must confess I do not see what benefit the trader would derive. What the 
trader has to look to is the total rate he has to pay. It does not matter to him how 
the rate is composed. 

16224. I make this suggestion because the trader would then, without appealing 
to the Eailway Commissioners, be able to ascertain and check whether the charge 
was one that you were entitled to make or not, and it would dissipate a great deal 
of doubt and imcertainty and uncomfortable feeling ; you do not appear to agree 
with me ? 

I do not myself think so ; we ourselves have never felt any difficulty of that 
nature. Of course, in one or two places upon our system, we have parties who are 
dissatisfied and make these complaints, but they are very few. Now the trade we 
have to deal with is a very peculiar one. I have taken out, just for one day, the 
traffic in and out of the London station, and I fifnd that, including the special class, 
that is, such articles as grain and guano, as well as the general goods, the average 
weight of each entry outwards is 5cwt. 3qr. 251b. 

The evidence of the railway managers shows that the terminal expenses, viz., 
station, handling, and carting, amount to a considerable sum. The first terminal, 
station accommodation, if divided into two classes, one where goods require both 
sidings and warehouses, and the other where only sidings are needed, may be said to 
be pretty uniform in cost for all descriptions of traffic dealt with at the same station. 
But when a comparison is made between London and a country station, the disparity 
in the cost of land, buildings, &c., is seen to be very great, and in towns of inter- 
mediate size, the value of this terminal provision will be likewise different It is 
difficult for the public to arrive at a correct conclusion as to the equitableness of the 
railway companies' claims for this terminal The second terminal, handling, is 
shown to fluctuate in cost owing to the differing character of merchandise, and a 
wide difference is declared to exist in the cost of dealing with the heavy classes of 
goods and those of a lighter description. Yet the amounts claimed by the railway 
companies for the mere handling of goods, especially the lighter and high-classed 
articles, are excessive. In the matter of loading and unloading of goods, the public 
have as much experience as the railway companies, and it is well known, both to 
road carriers and to. others, what is a reasonable and remunerative sum for such 
services. The same remarks may be applied to the third terminal, cartage. The 
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service of carting is widely known, and the claims put forward by the railway 
companies for the performance of that duty ought to reasonably agree with the 
actual cost 

A specified amount for each of the three terminals ought to be insei*ted in the 
Railway Acts of Parliament, instead of a reasonable sum as at present. To meet the 
case of towns differing in size and requiring different terminal sums, the railway 
stations in the whole country should be placed in three divisions, viz. : — 

1st London. 

2nd. AU towns of more than 100,000 population. 

3rd. All towns of less than 100,000 population. 
Each class of the amended classification of goods would then require to have 
assigned to it specified fixed sums for station, handling, and cartage, each given 
separately. The stations having been placed in three divisions according to size, 
each division would require its own specified fixed sums for the three terminals. As 
the whole Clearing House classification embraces only seven classes, the number of 
fixed terminal siuns for each division, under this arrangement, supposing each class 
to require different amounts, would be 21, and the total number for the three 
divisions would be 63. This is not a large aggregate, and need not be a prolonged 
task to arrange, though it is of importance that the amounts respectively arrived at 
should fairly represent the cost of the particular terminals. The railway companies, 
in consultation with the Board of Trade, may be entrusted with the business of 
fixing these stuns, with the condition that where any of the terminal services can 
be performed by traders or others of the public, it shall be optional for them to do 
so. This condition is important, as it will scarcely be possible for the railway 
companies to exceed reasonable sums in fixing these terminal charges, knowing that 
the public, in the matters of handling and carting at least, may or may not employ 
the railway companies to perform the terminal services. 



CHAPTER III. 

Differential Chai^gea — Preferential Dealing — ^Number of Railway Rates — ^Difficulty of Publication — 

Equalization of Rates. 

One of the powers which the railway companies claim imder their Acts is that of 
charging differential rates which are practically preferential. So long as they do not 
exceed their maximum powers, they claim to regulate the rates without regard to 
any rule, save what they term the exigencies of trade. Where there is competition 
by sea, river^ or canal, or for any other reasons, the rates ai'e arranged on a lower scale 
if thought necessary, in comparison with which the rates of other stations are very 
high. The railway companies allege that they go into these matters very completely, 
conferring with the traders to ascertain what charges the traffic will bear, and that it 
is only after careful enquiry that the rates are fixed. They assert that their action in 
this respect is preservative of trade and beneficial to the public at large. Such a policy 
has produced three distinct species of preferential dealing. The first is where, for a 
certain article in the classification, an exceptional rate is given by a railway company 
which is lower than the ordinary class rate for that article. This may be called the 
Preference of Merchandise. The second is where, for the advantage of one or more 
firms in a town, each of whom is particularly named, there is given a lower rate than the 
usual rate charged to the rest of the public for the description of traffic to which the 
rate applies. This may be called the Preference of Individuals. The third is where 
the railway companies ignore distance and geographical position, and charge low 
rates for long distances, high rates for short distances, different rates for equal 
distances, &c. This may be called the Preference of Towns. 
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A great amount of evidence has been given showing the startling inequalities 
which have grown under this system. Traders have found that they have been 
conducting their business for years, during which time they have been handicapped, 
their rivals in business enjoying more favourable rates, and a host of complaints has 
arisen. The railway companies fairly admit the existence of this state of things, but 
persist that it is necessary to judge the rate for a given class or article between any 
stations, on its own merits, irrespective of other circumstances. On this point a 
large section of the public is at issue with the railway companies, and hence the 
many complaints from Chambers of Commerce, Town Councils, and others, and the 
recurring enquiries by Parliamentary Committees, to which there seems to be no end 
while the present arbitrary system is continued. It surely must be dawning on the 
minds of the railway authorities that a reform is necessary. It is only a reasonable 
request on the part of the public that the rafes should be based upon the actual 
cost of dealing with the traffic, and the element of distance is one which ought no 
longer to be unrecognised. The following evidence before the same Select Committee 
bears on this matter : — 

Evidence of Mr, Grierson, Great Western RaUway. 

12656. Would it not be much simpler if uniform rates were adopted? 

So far as railway companies are concerned, it would be very much simpler to 
conduct their business ; and I think if it were possible to fix the rates at one uniform 
scale, and that such principle were adopted, the companies might obtain the same 
amount of net revenue. 

12657. But as to the trade of the country, you are sure that a uniform rate 
would be prejudicial 1 

I am convinced that it would seriously reduce the trade of the country, and be 
very disastrous to some ports and towns. 

13194. Assuming the companies were to be allowed to make a special charge 
for terminals, such as we were speaking about, would you approve of the proposition 
with regard to an equal mileage rate 1 

So far as the Great Western Railway Company is concerned, assiuning that we 
have the right to charge a terminal, and that Parliament requires us to charge equal 
rates, I do not fear at all that the Great Western Company's dividend would suffer, 
but we should carry a great deal less traffic, and should close many works, and 
seriously injure many ports and towns ; therefore it would be the public who would 
suffer, and not the Great Western Railway Company. You must not consider that it 
is a question which would so seriously affect a large railway, as it is the public who 
would suffer. 

« « «• 41- «• 

13431. The Committee have had evidence that foreign cattle, for instance, are 
favoured from Newcastle to such places as Middlesbro' or Darlington 1 

I know of no rates which are quoted to any particular individuals ; they are 
quoted to all persons alike \mder the same circumstances. 

13432 That is your opinion ; as far as you know, that is so ? 

Yes, it is. 

13433. You would acknowledge that, if there is that preferential state of things, 
it would be in contravention of the statute ? 

If it is a preference to one individual over another, it would be against the Act 
of 1864. 

13434. The section you quoted has never been repealed, namely, *'no reduction 
or advance in any such tolls shall be made either directly or indirectly in favour of 
or against any particular company or person traveling upon or using the railway." 
That remains in force 1 

That is the Act of 1845. 

13435. And that remains in force? 
Clearly. 
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13436. Therefore if there are preferential and differential rates favouring parties 
or places, it would be in contravention of that clause, and would be clearly against 
the statute 1 

If it is a contravention of the clause, it would be against the law, because it is 
in force. 

13437. Is it your contention that such a state of things does not exist in 
England 1 

If you refer to such a case as the conveyance of foreign meat between Liverpool 
and London, which I can understand, I can answer at once. 

13438. You say that it does exist in that easel 

It does exist. We give a special rate for the importation of American meat into 

London, lower than the carriage of meat from Lancashire or Cheshire to London. 

♦ ♦ ♦ ♦ ♦ 

13544. The actual rates that you charge are fixed somewhere within the limits 
of the rates which are prescribed in your Act of Parliament 1 

Clearly. 

13545. Sometimes they are up as high as those rates, and in other cases they 
fall much below 1 

That is so. 

13546. And it is in this way, whether up to your maximum rate or down be- 
low, that you exercise your discretion in fixing the rates ? 

That is so. 

13547. Upon what general principle do you exercise that discretion? 

Where a trader shows that the article will not bear^ a higher charge, then we 
reduce the rate ; the companies, of course, are the parties who actually fix the rate 
and charge it, but it is only under the instruction, in fact, I may say the tuition of 
the public that that is done, because the knowledge comes from the trader ; he is 
the man who knows whether his goods can get into the market at a certain rate or 
not ; the company cannot know it without that information from him. 

13548. If you charge him too much you stop his traffic 1 
Clearly, and that it is the interest of the company not to do. 

13549. In fixing your original rate, did you take into consideration the cost of 
construction, the working, the gradients, and so on ? 

No, we did not take into consideration the construction of the railway. 

13550. That would not enter into consideration in fixing the rate? 
It would not* 

13551. Would the cost of working enter into consideration? 

In cases of bad gradients you would no doubt take that into consideration; that 
is to say, you would refuse to reduce in certain cases, because you would say you 
could not take above a certain load over the ground. 

13552. Your rates would be fixed, I take it, at the lowest rate when you have 
to meet sea competition? 

Very often that would be so, but not always ; for instance, in the conveyance of 
iron ore to an iron works inland, there is no competition there for its conveyance, but 
we have the simple fact before us that the manufacturer could not use the ore unless 
it were carried at a very low rate. 
I 13553. So that to develope the traffic sometimes you carry at a low rate ? 

Not only sometimes,. but that is the case all over the country ; the more evidence 
you have from parties all over the country, the more you will find that railway com- 
panies have endeavoured to meet the requirements of the districts by these very 
low rates. The only complaints such as these are, are complaints by parties who 
object to an attack upon their monopoly by having goods brought in, or by having 
parties enabled to compete with them when they think they should not be so en- 
abled. 

13554. But it is a fact, is it not, that where you have to meet the sea com- 
petition you reduce your rates very largely to meet it ? 

Clearly. 



28 RAILWAY RATES. 



13569. I wish to ask you, if such a plan were devisable, would it not be abetter 
thing that the system of charging the rates should be upon a simple and intelligible 
plan, rather than that it should be left to the discretion of railway companies to raise 
the rates as far as they can, in proportion to the value of the articles they carry ? 

First of all, I cannot imagine the simple plan« You must remember that a rail- 
way company has to compete with the sea, and being in an island that is one of the 
first questions which has to be settled. If the railway is not to compete with the 
sea, then you may devise some plan of equal mileage rate by law. If not, the next 
question is, the tribunal. I cannot imagine any tribunal, or any dozen tribunals, 
doing it, because it would have to be a matter of contest between the railway com- 
panies and the traders before that tribunal. A calculation has been put into my 
hands (I could not be answerable as td whether it is accurate or not) showing that 
the Great Western Railway Company have 20,000,000 rates ; if the object is to give 
the Railway Commission occupation they clearly would have it if they are to fix our 
rates. But it is no use suggesting a system unless you can see that it is one which 
would be workable. I cannot imagine such an one which would. 

13570. You do not consider a system feasible of fixing the rates at 20, 50, and 
100 miles? 

Clearly it would be feasible, but then you must consider what would be the 

efiect upon trade if you fix it. I say the railway companies can make a moderate 

living upon it, but you would, in some instances, be charging more than the trade 

would bear. 

# ♦ ♦ ♦ ♦ 

14063. As the railway company have agreed to the classification in the Clearing 
House list, is there any reason why, if the rate is reduced upon one article on the 
list, it should not be reduced upon all the other articles in the same class ? 

We would only give a reduced rate to one article in the class, because we were 
satisfied that it would not bear the ordinary rate ; but if we had to reduce the rate 
upon every other article in the class, then it would come very much to the question 
that I referred to as regarded the competition between Liverpool and Plymouth, that 
we might not reduce upon it at alL In many parts of the country the trafiic would 
not bear the full rate according to the class in which the goods were. There are cases 
in which a traffic, where it passes in large quantities, or where it is an article used 
for manufacture, requires us to give a special rate to enable people to carry on the 
business. In other parts of the country the same traffic may pass in very small 
quantities, and in what small quantities it does pass in, can bear the full rates. 

Evidence of Mr, Findlay, Jjondon and North-Western Railway, 

14268. Have you any suggestion to make to the Committee with reference to 
the means by which the revision of the rates could best be arrived at ? 

I believe it could only be arrived at by consultation and compromise, very much 
in the way in which we settled the question of the Carriers' Act, some two or three 
years ago, when a Committee was appointed to consider the question. The railway 
companies voluntarily made certain suggestions to that Committee, which they have 
since acted upon without any legislation ; but, in this case, I think the matter is so 
important that it could not be made binding and operative upon all parties, unless 
there were legislation upon the subject. 

14269. But what means would you propose for that revision; it is a point of 
very great importance ; would you suggest that the railway companies should settle 
it themselves, or that a department of the State should be brought in to consider 
and approve ? 

I think it would be a matter of consultation between the companies and the 
officers representing the Board of Trade, for instance ; but the matter would have to 
be very carefully considered, and I have not gone so far in consultation with the 
representatives of other railway companies as to be able to suggest the modus operandi 
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by which it should be carried out ; but it seems to me that it would be best to have 
a large consultation of the railway companies and of the Board of Trade before any 

legislation could take place upon the matter. 

« « « « « 

14272. In this revision of rates which you admit would be necessary, could 
you state to the Committee any kind of fixed principle upon which you would 
recommend that that readjustment of rates should be made ? 

No, I could not do so at the present moment, beyond suggesting that it should 
be by. consultation between a large representative body of the railway companies 
and the permanent officials of the Board of Trade. 

14273. If such a readjustment were made, is it not evident that it must be 
upon some simple principle to make it universally applicable t 

I adroit the necessity of a principle, but I am afraid it would be a very 

difficult and not a very easy one. If the labours of this Committee result in a 

recommendation in the direction which I have indicated, then I think we should be 

able to turn our attention to it, and make some suggestions which would, I have no 

doubt, meet finally with approval ; but at the moment I could not go into the mode 

in which it should be done. 

# ♦ ♦ ♦ ♦ 

14459. Now I have a question or two to ask you upon the Board of Trade 
report on your rates ; vill you refer on page 2 to the Table of class rates charged by 
the London and North-Western Railway for the carriage of goods ; first of all, how 
is it the charge to Boxmoor is less than that to Watford on the mineral class, whilst 
it is higher on the special class ; is that difference merely arbitrary 1 

I can only account for that by saying that at Boxmoor there is to a certain 
extent competition with the Grand Junction Canal. 

14460. And there would be no competition for the special class, but there 
would be for the mineral class 1 

For the cheap things I have no doubt there would be competition. 

14461. There is a difference in the charge made for mangold wurtzel between 
the same places of Is. 2d., while the difference in the special rate is only lOd. ; you 
will see a note at the foot of that page which says, '* The rate for mangold wiu'tzel 
tind swedes from Camden Town to Watford, in quantities of not less than four tons, 
is i3s. 4d. station to station per ton to Watford, and 4s. 6d. station to station per ton 
to Boxmoor ? 

That charge appears to have been fixed according to distance, without any 
reference to there being competition to Boxmoor. 

14462. You will not, I dare say, deny that there are a great many anomalies of 
this sort in the rate books ? 

I do not deny that in the least, but I may say at once that when you consider the 
number of rates that exist upon the London and North-Westem Railway (I am 
afraid to mention the number of millions of rates that we have ; we have a staff 
of upwards of 30 rate clerks in the goods manager's office, making rates and 
negotiating revisions and alterations of rates, both with the public and also with the 
different itiilway companies) it will not be surprising if in our rate books you find 
rates which do appear to be almost inexplicable ; yet if you refer to the particular 
causes which led to them, you will find in the correspondence or the circumstances 
which led to them, facts which show that they were fixed as between the railway 
companies and the public under circumstances which do not appear upon the face of 
them. I would also say further that the rates in the rate books are, as regards 
many of them, rates which have been existing for the last 20 or 30 years, and it 
will be necessary, though it will be a very laborious imdertaking, that we should 
look carefully at the rates which, having been placed many years ago in the books, 
have become stereotyped rates, probably not representing a very large amount of 
traffic, but yet presenting anomalies which cannot in all cases be explained. I have 
no doubt that our attention being called to them, as it is now being called to them, 
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will ensure our careful attention to these various points, and that we shall do our 

utmost to correct anomalies which do in some cases undoubtedly exist 

« ♦ * « * 

14562. Do you disapprove of railway companies being compelled to charge equal 
profits to all their customers for the same kind of services; that is, for carrying the 
same class of goods ? 

That is the equal mileage rate almost, in another form; I should disapprove of that 
principle ; I say that such a principle as charging profits would tell very prejudicially 
in certain districts, particularly in Wales, where the cost of working railways is out 
of proportion to what the general cost is. The only principle which I regard as the 
fair one to prevail is, that within the powers which a railway company possess, they 
should be at liberty to regulate their rates and charges as tbey think fit, always 
treating the public, under the same circumstances, alike. 

14563. Do you call that management upon commercial principles? 
I do. 

14564. Do you think it is in accordance with commercial principles to charge 
one customer 10 percent, another 20 per cent, another 50, and another possibly 100, 
for doing the same services ? 

I think there is no merchant in the kingdom who does not regulate the propor- 
tion of profit above the net charge, according to his own discretion, and according to 
bis means and prospect of creating new trade and new markets, and bringing larger 

profits in the end. 

♦ ♦ ♦ ♦ ♦ 

15469. You are aware that Mr. Eempson stated that the charge from London 
to Birmingham, a distance of 113 miles, for drawn steel wire, was 28s. 4d. per ton, 
whereas from Antwerp, a distance of 313 miles, it was only 16s. 8d. ? 

I do not recollect the precise figure. 

15470. You have already admitted to the honourable member that such a 
system of nursing foreign traffic would be unfavourable to the Birmingham 
manufacturers ? 

What I have admitted is, that in our own interest, for the purpose of getting 
traffic over our railway, assuming the facts to be correct, it is a case which we ought 
to rectify and meet. 

15471. Would you admit that it would be unfair to be nursing the foreign 
traffic at the expense of the British trader ? 

I think the diffi3rence is too great, but I could hardly adopt your exact words 

with reference to nursing the foreigner, because I do not think we do nurse the 

foreigner. As I explained before, there is the difficulty with regard to Birmingham, 

that as to the foreign traffic generally to Birmingham, we are competing between 

ourselves; we are not bound to any charge between Birmingham and Antwerp, 

and I have no doubt that a little more common sense will be the result of this 

inquiry, and that the rates will be put upon a proper footing. 

♦ ♦♦*#♦# 

15535. Have you any suggestion to o£fer to the Committee with regard to what 
I may call the railway anomalies of rates. I will take as the first instance where a 
railway company charges a smaller sum for the conveyance of goods a long distance 
than it does for the conveyance of the same class of goods over a shorter distance ; 
that is an anomaly which is proved to exist, and I ask you whether you have any 
suggestion to make to correct it 1 

It is an anomaly ; but, to correct it, you would go back, in my judgment, to 
the question of equal mileage rates ; if you are to say that for the longer distance 
you should charge proportionally the same rate and not less than you do for the 
shorter distance, I can see many instances in which, to my mind, the effect would 
be to drive the trade off the railway altogether ; to the sea in fact 

15536. In fact, in your opinion, that is an anomaly which is defensible and 
ought to be recognized 1 

I think it is perfectly defensible. 
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15537. Would you allow railway companies to extend this system to any extent 
without the control of any department ? 

I would. I contend that within the powers of the railway companies granted 
by Parliament, their toll powers and terminial powers, they should be free to carry on 
their trade upon the best commercial principles they can, so as to secure the 
maximum amount of trade over their line at a profit Of course I would not go 
80 far as to say that they should carry at a loss ; but it is reasonable that if the com- 
pany carry one class of trade at a low rate of profit, they should carry another class 
of traffic at a higher rate of profit ; that seems to me to be perfectly defensible. 

15538. Do not you think that where those anomalies are introduced, they should 
have a special sanction, so as to be open and known to the public as anomalies 
specially introduced for particular purposes ? 

I think not I think if you were to take the control of the fixing of the rates, 
even to the extent of the anomalies which you state exist, out of the hands of the 
railway companies, it would result in the end in some controlling influence or power 
which would reduce all to one mean level, and be, I think, in bar of trade and 
against the public interest 

15539. That, of course, is a matter of opinion? 
It is my opinion. 

15540. You would not entrust any power of restriction or sanction to a tdbunal 
which was considered fit, and believed to have sufficient discrimination not to injure 
the trade of the country t 

The whole question is as between free trade in a free country, and something 
like the Bismarckian principle which we have had discussed with regard to German 
railways, calculated to afibrd a protective tarifif in combination with the duties which 
are put on at the ports. 

15541. The complaint of the agricultural interests is that the difierential 
railway rate is worked to the distinct advantage of the foreigner ? 

I know that is their argument, and I do not admit it to be made out in the 
least I went into that matter very fully before the Duke of Richmond's Committee, 
and I handed in some facts and figures with regard to that which will be upon your 
notes, I presume ; but, as I say, I do not admit that to be the case at alL 

15542. I may take it from you that you think the railway companies ought to 
have the power of fixing an export rate at a lower rate than the ordinary rate, or an 
import rate at a lower rate than an ordinary rate, or a long^ rate at a lower rate than 
a shorter rate, and to exercise all these powers without control ? 

I contend for that principle. 

15543. And the same thing with regard to where you have to meet sea 
competition ) 

I do. 

Evidence of Mr, TennarU, North-EaMem Railway, 

14746. Now there are two or three minor points which you wish to refer to ; 
for instance, a complaint has been made as to the low rate charged from Hull to 
Middlesborough for iron at 5s. a ton ; I do not know who made it, but I believe you 
desire to refer to it. 

I believe it was hardly, perhaps, a complaint, it was merely given in illustration ; 
however, as a matter of fact, we do charge a low rate for pig iron from Middlesborough 
to Hull, because it is a convenience to all parties that they should have small quan- 
tities by rail, instead of being obliged to take large quantities by sea. 

14747. You make some profit out of that, I suppose; you do not carry any of 
your goods at a loss ? 

We do not lose by it. 

14748. Then you would say you could not possibly extend a charge of that 
sort ; that if a claim for reductions elsewhere were founded upon that you could not 
continue it 1 
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If any figure of that kind were to be founded upon for a reduction of rates in 
other quarters, of course, the only course would be to withdraw such advantages. 
♦ ♦♦*♦♦# 

14765. But I put it to you whether, regarding, as we must, public feeling 
and public opinion, there would not be much less discontent and ill-feeling caused by 
your recouping this extra sum in some other part of your line than by the anomalies, 
which strike people so much, of a railway company running past a point, and charging 
people at that point more than they do the people at a further distance ? 

My opinion would be exactly the reverse. From my experience, I say that the 
anomalies, which are spoken of as being so annoying, are used simply as leverage to 
get the actual charges reduced somewhere else, and that if the anoinalies were done 
away with, and the rates raised in consequence, my experience would lead me to the 
conclusion that that course would lead to great and serious dissatisfaction. 

14766. I am only referring to the one particular form of anomaly, that a 
railway along the same line passing through two points should charge less to the 
further point than to the actual nearer point through which the traffic has gone ? 

I do not think it would be a satisfactory solution to the public if the rates had 
to be raised in order to get rid of the anomaly. 

14767. You might make the rates lower to the other places 1 

That would make it worse ; in this case it would be a good deal cheaper to 
abandon the Hull and Newcastle traffic altogether, than to make any reduction in 
the inland traffic, in order to bring the rates to an apparent equality. 

147 68. Would it meet with more favour from you, if, instead of this scheme 
which you have described, where the railway companies woiild be compelled in the 
case of modifying their charges upon the different divisions, to keep them in propor- 
tion, merely to say they might make any reduction they liked upon those different 
divisions of mileage, so long as the rate to a further point, upon the same line, was 
not lower than to a nearer point ? 

That, certainly, would not meet my views on the question ; take Liverpool and 
TIull, there is a trade from Liverpool to Hull which is not for consumption at Hull, 
but for export to foreign countries. 

14769. The export rate is a different matter; I am talking now not of the 
export rate but of rates generally. 

I was going to say that there are certain rates, say for cotton, from Liverpool to 
Hull, and those rates are less than from Liverpool to some of the manufacturing 
districts. The reason is, that unless those rates were taken, the traffic would go by 
direct boat from Liverpool to some place upon the Continent. 

Evidence of Mr. Scotter, Manchester^ Sheffield, and Lincolnshire Railway, 

15328. I suppose it is you who are responsible for fixing the rates on goods 1 
I am. 

15329. You say you take a great many things into consideration, among other 
things, what the traffic will bear ; how do you ascertain what the traffic will bear 1 

The public interested in the traffic, the merchants or manufacturers, come to 
my office and discuss the whole question ; it is a matter of discussion and arrange- 
ment, perhaps, weeks before the cate is fixed. 

15330. And how do you ascertain what profit there is, or how do you find out 
whether the trade will bear it ; do you assess the freight ? 

It is entirely a matter of conference between the railway companies and the 
public. If they make out a good case for reduction, and if the railway companies 
see their way to make a reduction, wo make it. In the large traffic we have to deal 
with, iron, rails, ironstone, and all that sort of things, we know the price as well as 
the merchants themselves. 

15331. You assume to know what it costs the trader to produce the goods. 
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and what profit he has, and you raise and lower jour rates according to the rate you 

think he can aflford to pay 1 

No, I say not according to the profit ; that is only one small element 

15332. Is not that the largest element for justifying the rate ) 

It is only one element. Upon all the iraf^c m the second, third, fourth, and 

^fth classes it is not a question of profit at all ; it is a question of bulk, value, 

quantity, and risk ; the elements wluch Mr. Grierson mentioned. 

Evidence of Mr, Scott, London and Sovih Western Railway. 

16294. Will you now just tell the Committee what you have to say about the 
special rates for import and export traffic, and say what in your opinion would be the 
effect of any change, if made, upon the port of Southampton 1 

What I would say is this : that if the London and South Western Company 
were to be bound to charge the same rate as between London and Southampton for 
goods exported or imported, as they charge for goods for the local consumption at 
Southampton, the effect would be to put an end altogether to Southampton as an 
import and export harbour. The harbour at Southampton, and the docks at 
Southampton, would be simply in the position of having to supply the local trade. 
The rates that the railway company are obliged to charge for the goods that are 
imported and exported by such vessels as those belonging to the Peninsular and 
Oriental Steamship Company and the Royal Mail and the Union boats to the Cape 
of Grood Hope, are excessively low ; and even low as they are, the difficulty at 
Southampton is to maintain those lines of steamers at that port ; Southampton is a 
very convenient port as a port for passengers, and a port to fill up and call at, and 
everything of that sort ; but the temptation for those large vessels to go to London 
direct to load and discharge, is so great that even with the rates we are charging the 
difficulty is to keep those lines at Southampton. If we were obliged to say that those 
import and export rates mast be discontinued, and that equal mileage or full local 
rates must be charged to Southampton, the port of Southampton would be ruined 

♦ ♦♦♦♦♦♦ 

16297. You justify yoiur system of chaiging lower rates on foreign produce 

than for home traffic, because it is to the advantage of railway companies to do so ; 
is that the sole justification? 

No^ we pat it upon the public ground as wdL 

16298. Is not that giving an undue preference to the foreign trader over the 
English tradert 

I think not. 

16299. Not by chaiging less for foreign traffic t 

No ; I do not know what home trade is injured by so large a traffic being con- 
veyed into En^and by the South Western Company's Steamers. 

The ocMnpanies arrange between stations, a set of class rates, in harmony with 
the Clearing House clasofication, to apply to all merchandise ; they then add 
preferential (termed exceptional) rates for any separate article of traffic, at 
their own a^irioe, except tiiat ihej pax^ess to be guided ihenm by the optn.oos and 
infermatioQ of traders desiring those preferential rates. It is not surprim^ng that 
under soch eireomstanoes, the railway companies have millions of ratesi The Man- 
chester, Sheffield, and Lincolnshire Bailway Company has declared throng the 
Goods Managa-, Mr. Sootter, that 56,956 alterations of rates have been made at 
Liverpool station alone in five years, which is a sofficiently soggestive commeot 
upon the system. 

In the index of Bradshaw's Kailway Gruide there are aboat 6,000 staiioposu Let 
it be MBomed that one half cf these, namely 3,000, are goods statioos, and that 
eadi one has rates to every other goods station, uid that these rates are made u^ of 
7 class rates, corresponding with the Clearing House daasificatirja, together with, aaj 
3 exceptional rates, whidi is probably under rather than over the Mwex^gt rnimliiy of 
c 
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exceptional rates for each station. Together they amount to 10 rates for ^ach 
station. The problem may thus be stated : 

Stations. Rates. Stations. 

3,000 X 10 X 2,999 
And the answer is, in round numbers, 90,000,000, which, if the premises were correct, 
would be the total number of rates recorded. But it is manifest that many of these 
rates must be alike. From one penny to £15 per ton, there can be only 3,600 pence 
rates, discarding fractions, and £15 per ton is a sum likely to cover the charge of 
the highest classed article carried the longest possible distance in the kingdom. It 
is self-evident that these millions of rates are iterations and reiterations of the same 
sums. The greatest portion of the class rates, though formally required to be recorded 
are never used. Most of the 3,000 goods stations are in connection with small 
towns and villages, and the trade intercourse with each other is of the most limited 
description. It is only to and from the metropolis and large cities and towns that 
traffic passes continually, putting the rates into operation with all stations. Con- 
sequently, a very great number of the rates recorded in the rate books are existent 
but inoperative, simply because there is no traffic. It is probable that not more than 
5 per cent, of the rates recorded are ever used. 

The publication of the rates in a simple form, which is, perhaps, at the present 
time, one of the most urgent desires of the public, is impossible so long as the 
railway companies arrogate to themselves the right to arrange them in such a 
diversified manner. Their claims to vary the rates for the reasons they put forth 
are logically indefensible, if it be supposed that the classification of merchandise has 
been accurately and properly established on a sound basis. 

The extreme distance between any two stations in the United Kingdom, allowing 
for the widest deviation of tracks, will not exceed, say 1,000 miles. A scale of rates 
for each separate mileage commencing at one and terminating at 1,000, containing 
rates per ton for each class of traffic (arranged, as said before, by a qualified depart- 
ment of the Board of Trade), based upon the exclusive conveyance cost on levels, and 
upon a medium cost of railway, should be the foundation of maximimi charges. 
Each mile would of itself be the index to the charges opposite to it. Each railway 
company should have assigned to it the power to charge a higher or lower mileage, 
as its circumstances, cost, <fec., warranted, than the actual mileage. This should be 
shown when agreed to in the case of each particular railway by a table containing 
two adjacent columns of figures, the first showing consecutive miles from one upwards, 
the second, authorised maximum miles. A reference to these columns would show at 
a glance the maximum number of miles chargeable by the railway company for each 
actual mileage distance. It would not follow that the railway companies would 
charge their maximum distances in all cases, but it should be held incumbent upon 
them that, whatever mileage scale of rates, under their maximum, they chose to adopt, 
the ratio between maximum mileage and what may be termed elective mileage to 
distinguish it from actual and maximum, should be fairly maintained throughout 
the system of railway. 

Between competitive points where there are two or more lines of different 
lengths, it should be permissible for the companies having the longest routes to adopt 
the same mileage scale of charges as the company having the shortest route, but, in 
order to protect the interests of the public, which might be thereby affected, it should 
be indispensable that the sanction of the Railway Commissioners be obtained for 
each such assimilation of rates. For the same reasons, in all other cases also, where 
a railway company desires, between exceptional stations, to adopt a different mileage 
scale from the one prescribed by. ratio, the preliminary approval of the same Court 
ought to be obtained. The railway companies shoidd be invited to unite in fixing 
these scales of rates, bringing their separate knowledge and experience to bear on the 
subject, and when thus arranged, the same to be adopted by the Board of Trade. 
The publication of the rates would then become a simple matter ; the number indi- 
cating the elective mileage being sufficient to show the scale of rates to any station. 
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CHAPTEE IV. 



London and Manchester Bates — Incapacity of the Class Rates — Proposed Expansion 

of the Classification. 

The following are the rates in operation between London and the Manchester 
group of stations, in January, 1883. It should be explained that the class rates 
apply to the articles of merchandise mentioned in the Railway Clearing House 
Classification of Goods, and are therefore unintelligible without the aid of that pub- 
lication which is the key to them. The exceptional or differential rates are so 
numerous, however, as to form a fitting illustration of the incapacity of the class 
rates as at present arranged, to meet the requirements of a large, perhaps the largest, 
portion of traffic carried : — 



JANUARY, 1883 



KATES FOR THE CONVEYANCE OF GOODS TRAFFIC 



BETWEEN 



Ii O IT 3D O 



AND THE 



MANOHESTEE GEOUP. 

Viz. :— 

MANCHESTER STATIONS— Manchester, Ardwick, Ashburys, and Beswick. 
And the following — Miles Platting, Longsight, Patricroft, Gorton, Pendleton, 
Brindlb Heath, Stockport, Cheadle, Reddish, and the Lancashire and Yorkshire 
Railway Company's Carriage Works at Newton Heath. 



Agreed to by the Cheshire Lines Committee, and the Great Eastern, Great Northern, 
Great Western, London and NorthrWestem, Manchester Sheffield and Lincolnshire 
and Midland Railway Companies. 



DISTAKCB.-LONDOK AND MANOHESTEB, B7 L. ft K. W. ROUTE, 182 MILBS. 



CUSSES AS PER THE RAILWAY GLEARINQ-HOUSE GENERAL CLASSIFICATION OF GOODS. 



STATION TO STATION. 
Per Ton. 



Mineral Class. Special Class. 

MinimumWeight Mimmum Weight 

4 Tons. 2 Tons. 

15s. Od. 21s. 8d. 



COLLECTED AND DELIVERED. 
PkbTow, 



1st 

Class. 

81s. 8d. 



2nd 

Class. 

87b. 6d. 



8rd 

Class. 

43s. 4d. 



4th 

Class. 

55s. Od. 



5th 

aass. 

70s. Od. 



Small packages 
not exceeding 

5001b6. 

to he charged as 

per Scale. 
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EXOEPTIONS. 



No. 1, — Station to Station^ in 2 ton 
loadi, except otherwise provided. 



No. 2. — Collected and delivered. 



5 ton lots 
4 



Common Bricks 

Fire Bricks 

Acetate of Lime 5 

Aluminoferric, owner's risk, 4 

Carbon Refuse 4 

Prussiate of Potash) 

Purple Ore (Manchester) 

Mineral Rock Phosphate, 4 ton lots 



B 



» 



»> 



» 



99 



(from the manufacture of 



No. 1. No. 2. 

Per Ton. Per Ton. 

8. to S. C. to D. 

0. cL •. d. 

10 
12 6 



15 

13 4 
13 4 



Sanitary Tubes, owner's risk 

Sulphate of Amimonia. )- 16 

Stavewood, 5 ton lots, Manchester only 



} 



8 



Barytes, in casks 

Caustic Soda (see also Clause D) 

Cement 

Copperas, green 

Creosote Oil, in owners' tank trucks 

Grain (see also Clause D and page 71) 

Liquid Chloride of Zinc 

Mastic, in blocks 

Mineral White, in casks or bags (see also Clause D) 

Packed Manure (see also Clause D) 

Shoddy Manure, in bulk, and ) 

Wool Waste for Manure, owner's risk/ 

Pitch (see also Clause D) 

Spelter Dross (see also Clause E) 



^ In 4 ton loads. 16 8 



Alum 

Carferal in bags (substitute for charcoal) 

Charcoal Refuse 

Dextrine and Refuse Starch in casks for sizing or manufacturing 

purposes 

Epsom Salts 

Farina 

Forage Cake for Horses, owner's risk 

Founders' Dust, packed 

Glue Scutches, loose, for manure 

Grain (see also Clause C and page 71) 

Logwood, loose, in pieces 

Magenta Refuse 

Manures, packed (see also Clause C) 

Mineral White, in casks or bags (see also Clause C) 

Cocoa Nut Fibre Refuse, for manure 

Muriate of Ammonia, in casks 

Oil Cake j 



nS 4 
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D— CkwtiniMd. 



No. 1. 
8. toS. 



No. 2. 
CAD. 



Pitch, in casks (see also Clause C) 

Bags, formanure 

Sago Flour, when for sizing or manufacturing purposes 

Silicate of Soda, solid and liquid 

Size, in casks 

Soapstone 

Soda, Caustic Soda (see also Clause C), Soda Ash, and Bleaching )- IS 4 

Powder 

Steatite Stone, in the rough, and ground, packed in casks Or bags... 

Tapioca Flour, when for sizing or manufacturing purposes 

Square and Sawn Timber and Deals, as defined in Clearing House 

Classification 

Spokes and Felloes 



Per ton. Per ton. 
8. d. 8. d. 



Iron Billets, 4 ton loads 13 

Iron, class A, as defined in Clearing House classification, 5 ton loads, 

delivered in London by barge 17 

„ „ 2 ton lots, station to station. City stations 17 

Iron Wire, undamageable, and Iron, class B, as defined in Clearing 

House classificatioD, 5 ton loads, delivered in London 

by barge 19 

„ „ as defined in Clearing House classification, 2 ton loads, 

station to station. City stations 19 

Iron Wire, imdamageable, and Galvanised Wire Staples, owner's risk 
Spelter and Spelter Dross (See clause C) 5 ton lots, including collection 
or delivery in London by barge or rail 19 



6 
6 



2 
2 



21 8 



Acetate of Iron ^ 

Disinfecting Fluid and Sheepwash, in casks and iron drums 

Disinfecting Fluid, in carboys, owner's risk 

Disinfecting Powder 

Extract of Chestnuts, in casks, 5 ton lots 

Potatoes, old, 2 tons packed, 3 tons loose 

Sulphuric Acid and Muriatic Acid, in patent indestructible boxes, 

barrels, and tin carboys, owner's risk. (See also clause Q) 

Sulphur, refined, 5 ton loads, owner's risk 

Coal Tar Oil, in owner's tank waggons, owner's risk, 4 ton loads ., 



G 

Glucose ..*. 

Sugar, raw and grape 

Saccharine, in casks, bags, pails, or cans ... 
Sucrose ... 



H 



To Brewers and 
Kefiners only. 



Bichromate of Potash 

Earthenware, loose or packed, owner's risk, loaded and unloaded by 

owners 

Esparto, press packed, in bales, owner's risk 

Hair for plasterers* purposes 

Zinc Waste Water, in casks 



20 



20 



21 8 
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I 

Iron Nails 



»> 



Washers 



No. 1. 

S. toS. 

Per ton. 

0. d. 



Sugar, in casks, bags, or cases, 4 ton lots (See also clause N), 
Horse Shoes 



No. 2. 
CAD. 
Per ton. 

1. d. 

22 6 



K 

Bottles, glass (common\ black and green, 3 ton lots, owner's risk ) 
(See also clause N) / 



23 4 



L 

Dyewoods 

Myrabolams 

M 

Cotton, collected in London only 

Hemp and Jute, damaged 

Hoofs, for chemical purposes 

Regulus of Antimony ^-... 

W^ Splints, for match making, 5 ton lots 

N 

Bottles, earthenware, packed 

Bottles, glass (common), black or green, owner's risk. (See also 



} 



23 4 



25 



clause E). 



Empty Barrels and Casks, minimum I ton per truck 

Iron Bolts : ; 

Borings, in casks 



}) 



» 



Rivets 



Lager Beer, in casks 

Hides, Kips, and Sheepskins, foreign, salted or dried, in bales or 

bimdles 

Iron Wedges, in casks, cases, and bags 

Molasses 

Treacle and Syrup, in casks 

Sugar, in boxes, casks, or bags, in less quantities than 4 ton lots. 

(See also clause I) 

Sulphur solution, in casks and iron drums 

Coarse Paper ; 

Paper on Reels, for printing, owner's risk (see also clause P) 



25 



25 10 



Alizarine, or Artificial Alizarine, in casks 

Apples and Pears 

Floorcloth Cuttings 

Coir Yam , 

Cotton Waste, press packed 

Disinfecting Powder (Manchester) 

Drysalteries 

Garancine 

Glass Blocks, undamageable, for paving, packed in casks .... 

Heavy Groceries 

Iron Liquor, in casks 

Jute, in bales 

Lead Piping, owner's risk 

Hyatt's Patent Pavement 

Coir Junk, Coir Rope, Coir Fibre, Jute Rope, and Jute Yanf. 
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Q— Continued, 

Emery Refuse, in bags, 10 ton lots (Manchester) 

Nuts, Corozzo, packed 

Paper, waste 

Paper-making Materials in 1st class of General Classification, viz: — 

Eags Linen Waste Old Sails 

Flax Waste Tow „ Hide Cuttings 

Hemp „ Old Jute Jute „ 

Jute „ Old Pickers Wood Fibre, in bales 

Blanc-fixe (Groimd Barjtes with water added) for glazing 

paper. 



No.1. 

&to& 

Per ton. 

«. d. 



No. 8. 
CAD. 
Per ton. 

«. d. 



Paraffin Scale, in casks 

Pasteboard 

Returned Empty Paper Reels ' 

Shumac Liquor, in casks, owner's risk. 

Strawboards and Millboards , 

Tickets, Railway, old 

Vegetables, in brine 

Wire Netting, galvanised, owner's risk. 
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Paper on reels for Printing (see also Clause N) 
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Hydrochloric and Nitric Acid, and Perchloride of Iron, in carboys^ 
in baskets (under Clearing House Regulations) 

Hydrochloric and Nitric Acid, in cases 

Sulphuric and Muriatic Acid, in carboys, or in stone bottles packed 
in cases, owner's risk (see also clause F) 



28 4 



Arsenical Refuse, in casks, 5 ton lots 

Canes and Rattans, packed (see also Clauses T and A C) 

Copper, in blocks of 1 cwt. and above 

Cotton and Woollen Waste ^ 

Dogs' and Cats' Meat, owner's risk 

Emery 



Emery Cloth 

Felt 

Flocks, cotton and woollen 

French Chalk 

Oin, in casks 

Glycerine, in casks and iron drums 
Glue 



Hemp, press packed 

Hides, green or market, owner's risk 

Horse Hides 

Indiarubber Rings, old 

Ink, in casks 

Japan Wax 

Leather, undressed 

Lime, white 

Oil Cloth, for packing purposes 

Stoves and Grates, common, not packed, owner's risk. 
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Air Stoves, owner's risk 

Canvas Backed Paper, used for making bags and for lining and 

packing purposes 

Hides, Kips, Sheepskins, foreign, dry, loose 

Ox Feet, loose, owner's risk 

Offal of Animals, for human food, in casks or bags 

Oil, in casks, or iron drums (in 2nd class of classification) 

Paper Hangings 

Preserved Meats and Preserved Fish, in tins, in cases 

Preserved Vegetables, in tins, packed in cases or boxes 

Printers' Ink, in casks or iron drums 

Rum, in casks 

Serum or Bullock's Blood, in drums or casks % 

Sheepgut, in casks 

Tarpaulin, for packing purposes ... 

Wire Rope, new, owner's risk 

Vinegar, in stone bottles, covered by wicker baskets 

Yellow Metal Nails 

Zinc, in sheets, rolls, and plates 

Zinc, in casks 

Returned Empties (except ale and porter and piano empties) 

Wringing and Washing Machines, owner's risk 

Boulinikon, Kamptulicon, Linoleum, and Floorcloth, in rolls not 

exceeding 15 feet in length 

Cheese, packed in cases, sacks, or boxes « 

Steel Shaft Forgings, roughly turned 

Preserves, including Marmalade, in hogsheads, boxes, and cases 

with lids 

8 

Ale and Porter, Lager Beer, bottled, in casks and cases, in 1 ton lots' 

Biscuits (except Ship and Dog) 

Cotton Fly, for making Wadding 

Ginger, preserved, in casks or cases 

Ginger 

Gum 

Lupulin, bottled, in casks, cases, and boxes, in 1 ton lots 

Pulled Rags 

Shellac 

Fur Waste, packed, for manure (Stockport) 



No. 1. f rNo. 2. 

B.toB. 4 C. Si D. 

Per ton. Per ton. 

8. d. s. d. 
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Agricultural Implements, owner's risk : 

Almonds, in shells (see also clause X) 

Antimony, in casks (see also clause X) 

Canes, short, such as are used for umbrellas (see also clauses R <fe AC) 

Canvas 

Canvas, varnished, common, for table covers 

Capsules 

Cochineal Dust, in bags 

Floor Cloths, woollen 

Glass, Flint, not otherwise provided for, owner's risk (see also 

clause X) 

Herrings and Sprats, fresh 

Horse Hair, in bales, as imported 



35 
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^—Continved. 

Machinery, in cases, or if not packed, at owner's risk 

Oil of Merbane, in casks or iron drums (see also clause X) 

Oil of Peppermint, in casks (see also clause X) 

Paper Window Blinds 

Patent Wire Netting, for spring mattresses, in rolls, covered with 

canvas 

Plaster Casts, for making indiarubber bottles 

Pomegranate Peel, pack^ 

Printing Rollers, wooden, plain, loose 

Rock Crystal 

Rabbit Skins, imported, in bales 

Russian Crash 

Shell, packed in boxes 

Show Cards, not framed nor glazed 

Slate Slabs, partially dressed, for billiard tables, packed in cases 

(see also clause X) 

Stationery, general 

Steel Springs for Road Vehicles 

Sugar, limip, loose 

Twine 

Torchwick, in bales 

Weighing Machines, large (those used for weighing railway and 

other vehicles, and sdso cattle) 

Yams, in pa^ks and skips, cans, boxes, or casks 

Yeast, in bags 

Prepared Glass, for photographers, owner's risk 

Books and Periodic«ds 

U 

Sulphuric Anhydride, or Sulphuric Acid in Crystals, in iron drums 
hermetically sealed, owner's risk 



No. 1. No. 2. 

S. toS. CAD. 

Per ton. Per ton. 

s. d. 8. d. 
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Bisulphide of Carbon, in iron drums, owner's risk 37 6 

W 

Disinfectants in hampers and cases 

Oxalic Acid 

Screws, iron, brass, copper, and zinc 

Trunks, sheet iron or tin, painted, owner's risk when packed inside 

each other ^, 

Fruit Salt, in boxes, crates, or hampers 

Petroleum Grease or Jelly, in tins packed in cases, 1 ton lots 

Sponge Cloth, cotton 



37 6 



Almonds, not in shells (see also Clause T) 

Antimony, in boxes or hampers (see also Clause T) 

Butter, in baskets, flats, hampers, crocks, and tubs without lids 

Castor Oil, in cases and jars 

Cloth Caps 

Cochineal 

Copying Presses, in cases 

Drugs, in casks or bales (see also Clause A C) 

Feathers, undressed, as imported 
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Fresh Fish (except Herrings and Sprats, fresh) 

Glass, Flint, not otherwise provided for, Company's risk (see also 

Clause T) 

Outta Percha Goods 

Hair Seating 

Hassocks, Common 

Hats, Felt 

Hats, Soft Tweed 

Hops 

Indiarubber and Indiarubber Gkxxls, except shoes and goloshes 

Indigo 

Lobsters 

Needle Lubricators, Glass 

Oil of Merbane, in cases and hampers (see also Clause T) 

Oil of Peppermint, in boxes or hampers (see also Clause T) 

Slate Slabs, partially dressed, for Billiard Tables, not in cases (see 

also Clause T) 

Sponge Clippings 

Stoves and Grates, packed, owner's risk 

Tea 

Toy Dealers' Goods (except 5th class goods) to Manchester (see 

List of Dealers on pages 44 and 45) 

Toy Pistols, metal 

Wadding 

Wines and Spirits, in casks and cases 

Y 

Heavy Drapery, Drapery, or Mixed Drapery, as defined in ClassifiA 
cation, in trusses, packs, bales, boxes, cases or parcels, to I 
London I 

Heavy Drapery, in trusses, packs, bales, boxes, cases or parcels, V 
from London J 

Drapery and Mixed Drapery, in bales, packs, and trusses, from I 
London ; J 

Drapery and Mixed Drapery, in boxes, cases, and parcels, from 
London 



Na 1. No. 2. 

& to S. CAD. 

Per ton. Per ton. 

g. d. ■. d. 
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40 



50 



Goods, including Smallwares, but excluding Furniture, Clocks, 
Watches, and Musical Instruments from London to Manchester 
(only when carriage is payable in Manchester) for the Home 
Trade Houses in Manchester, as per list on page 44 

AA 

Parafl&n Wax Candles 

AB 

Raspberries and Strawberries, packed in casks 

AO 

Basket Chairs 

Canes, long, unmanufactured, in bundles (see also Clauses R and T) 

Drugs, in boxes, crates, or hampers (see also Clause X) 

Plush, silk and cotton mixed 

Quicksilver, in iron drums, 2 ton loads 

Stoves and Grates, packed. Company's risk 

Old Clothes (Stockport) 
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No. 1. • Na 2. 
An S. ft S. C. ft D. 

Per ton. Per ton. 

Meat, fresh, exclusive of hampers and cloths, by passenger tram. •. d. •. d. 

To be entered on Goods Invoice 50 

Meat, fresh, inclusive of hampers and cloths, by passenger train. 

To be entered on Croods Invoice *55 

AE 

Crape 

Ribbons 

Silk 

Silk Velvet 
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AF 

Eetumed empty Piano Cases, collected and delivered, 2s. 6d. each. 
To be prepaid. 

Bates for Ale and Porter and Finings, and for Ale and Porter and 

Wine and Spirit Empties. 

Ale and Porter, Not Carted Collected and Ale and Porter, Not Carted Collected and 

and Finings— in London. Delivered. and Finings — in London. Delivered. 

Per Firkin 1 3 1 6 Per Hogshead 6 6 9 

„ Kilderkin... 2 2 3 „ Puncheon 8 9 

„ Barrel 4 4 6 „ Butt 12 13 6 

To apply also to London City Stations. 



Scale of Charges for Returned Empty Packages, Collected and Delivered. 

Charges to be prepaid. 

Ale and Porter Empties— Not Carted in London— M'<n4mnTw Charge, 8d. 

8. d. 8. d. 

Firkins 2 each Hogsheads 6 each 

Kilderkins... 2 „ Puncheons 8 

Barrels 4 „ Butts 1 

The above Rates to apply also to London City Stations. 



19 



Spirit and Wine Pipes 2s. each. 

„ „ Puncheons and Hogsheads, Is. „ 

NoTB.— When empties are sent from one sender to two or more consignees, each consignment to be charged 
separately. 



Bates for Export Traffic. ^and 

Delivered. 

(a) Export Groods from Manchester, Ardwick, Ashburys, Beswick, Grorton,^ ■• ^ 

Miles Platting, and Longsight, to London (except Engines, Tenders, 

Boilers, 5th Class goods, also Petroleum and other dangerous articles I 05 a 

as per Clearing House Classification) 

Shipping Goods, damaged, returned from London to Manchester, Ard- 
wick, Ashburys, Beswick, Gorton, Miles Platting, and Longsight ... 

(b) Samples of goods for shipment, not exceeding 841bs., when consigned 

direct to a ship or shipping agent, from Manchester, Ardwick, 
Ashburys, Beswick, Gorton, Miles Platting, and Longsight Free. 
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(«) 



CoUocted 
Bates for Export TnMii-'Continued. and 

Deliyered. 
t. d. 

Export goods from Patricroft, Pendleton, Brindle Heath, Stockport, \ 
Cheadle, and Reddish, to London (except Engines, Tenders, Boilers, I 
5th Class goods, also Petroleum and other dangerous articles ^ I 07 a 
per Clearing House Classification) | 

Shipping goods, damaged, returned from London to Patricroft, Pendle- I 
ton, Brindle Heath, Stockport, Cheadle, and Reddish J 

Samples of goods for shipment, not exceeding 841bs., when consigned 
direct to a ship or shipping agent, from Patricroft, Pendleton, 
Brindle Heath, Stockport, Cheadle, and Reddish Free. 

Engines, Tenders, and Boilers to London for shipment, including 

delivery alongside 31 8 



(d) 



w 



Home Trade Honses in Manchester 

Whose goods are carried at 46s. 8d. per ton, Collected and Delivered — (Vide 

Clause Z). 



Allinson, G. R. k Co., High-street. 
Anslow and Waterhouse, Church-street. 
Belford, Hall, Clegg, and Wallace, Mosley-street. 
Bannerman, H., and Sons, York-street. 
Brookfield, Aitcheson, and Co., York-street 
Booth, WHliam. and Co., Church-street. 
BrunskUl and Jones, Church-street. 
Carr, Lomas, and Co., Meal-street. 
Collier, Thomas, and Co, Hiffh-street. 
Cooper, J. J., and Q., Church-street. 
Everett and Hook, Tib-street. 
Faulkner, R., and Co., Dale-street. 
Oault, Beggs, and Co., Church-street. 
Hill, McMaster, and Pluit, Mosley-street 
Holmes, Terry, and Co., High-street. 
Humphrey, Pedler, and Co., Birchin-lane. 
Henry, A., and S., and Co., Portland-street. 



Lewis, Humphreys, and Co., High-street. 
Marsludl and Aston, Tib-strvet. 
Peel, Son, and Watson, Church-street 
Philips, J. and N., and Co., Church-street 
Peak, G^rge, and Co., Portland-street 
Rae, Donaldson, and Boyd, Mosley-street 
Rigby, T. H., and Co., Parker-street. 
Rylands and Sons, Limited, New Hiffh-street 
Roberts, J. F. and H., Limited, Portland-Btreet. 
Sayer and Pickup, High.8treet. 
Sparrow, Hardwick, and Co., Tork-street. 
Spealonan and Rigby, High-street. 
Taoip, Isaac, and Son, Church-street 
Trenbath, and Brothers, Union-street 
Westhead, J. P., and Co., Limited, Piccadilly. 
Watts, S. and J. and Co., Portland-street 



•• 



List of Toy Dealers in liianchester (Vide Clause X.) 

Goods (except 5th class goods) consigned to Toy Dealers named below, to be 
charged at the Toy Dealers' Rate (40s. per ton. Collected and Delivered) when the 
carriage is " To pay," or when the carriage is " Prepaid " by a sender in London, 
whose name is on the London Toy Dealers' List. 

Charges for Toy Dealers' Goods direct ex ship to parties included in the Man- 
chester Toy Dealers' List, may be entered either " Paid " or " To pay." 



Boyd, John, and Co., Mason-street. 
Conway, Matthew, 54 and 56, ShudehUL 
Craig, John, 15, Hanover-street, ShudehilL 
Cumberbirch and Dutton, 5, Scholes-street 
Danziger, W. and J., 71, Corporation-street and 

Todd-street. 
Edmondson, S., 91, ShudehilL 
Garvey, T. and Co., 49, Dantzic-street 
Grainger, J., 899, Stockport-road. 
Hall, J., and Co., 50, Shudehill, and 5 and 7, 

Little Stable-street. 
Hull Bros., 48, Swan-street. 
Knight, Lewis S., 84, Oak-street, and 1, Scholes-st 
Lin|;ard, Jas., 5, Hyde Cross, Withy-grove, Shude- 



Lloyd, Payne, and Amiel, 28 and 25, Thomas- 
stretet, and 1, James-street, Shudehill. 

McLardy, S., and Co., 14, Miller-street^ Shude- 
hilL 

Maden, James H., 22, Bradshaw-street, Shude- 
hilL 

Makin, G^rge, ShudehilL 

Middlehurst, J. E., 118, Deansgate, and 64, 
Lower King-street 

Nathan, B. H., 8, Elbow-street, Turner-street. 

Owen John, 80, Deansgate, 49, Shudehill, and 
1, Oldham-stiwet 

Bichards, John, 52, Swan-street 

Sherwood, Qeorge, 81, Tib-street 

Wright, W. E., 5, Dantzic-street 
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List of London Toy Dealers. 



Abrahams, H. A., 65 and 66, Houndsditch. 

Arnold, Joseph Q., 88, King William-street. 

Benatar, L., 20, Houndsditch. 

Benda, Anton, and Co., 2, Bevis Marks, St. Mary 
Axe. 

Benda Brothers, 5 and 6, Winchester Court, 
Monkwell-street. 

Bosher and Son, 134, Houndsditch. 

Byford, T. H.. 18, Houndsditch. 

Cole, A. J., 89 and 40, Farringdon-street. 

Cox, Mary Ann, 51, Houndsditch. 

Cremer, William Henry, jun., 210, Regent-street, 
and 27 f New Bond-street. 

Ditcham, G. T. P., 19, Jewin-street. 

Evans, Joseph and Sons, 81 and 83, Old-street, 
St. Luke's. 

Everton, F., 6, Brushfield-street, Bishopsgate. 

Falck, Louis Philip, 5, South-street, finsbury. 

Farquharson, James, 68 and 64, Hoimdsditch. 

Farqubiurson, W., 75, Hoimdsditch. 

Fellheimer and Co., 57, St. Mary Axe. 

Greenwood and Co., 14 and 15, Great St. 
Thomas Apostle. 

Harris, Samuel, 154 and 155, Houndsditch. 

Hart and Sons, 19 and 20, Old Bailey. 

Howell, James, 74, Leather-lane, Holbom. 

Hyam, D., and Co., 58, 59, and 60. Houndsditch. 

Isenstein and Salomons, 188, Houndsditch. 

Knight, Craig, and Co., 49, Fann-street. 

Lang and Co., 6, Worship-street. 

Lazarus and Rosenfeld, 2, Bevis Marks, Hounds- 
ditch. 



Leaver and Breeze, 25 to 28, Houndsditch. 

Meyer, Myer H., 54, Houndsditch. 

Mifiington, J. J„ 12, Houndsditch. 

Myers, A. N., and Co., 15, Bemers-st, Oxford-st. 

Newmark and Abrahiuns, 128, Houndsditch. 

Normand and Reddan, 51, 58 and 54, Old Comp- 
ton-street, Soho, and 41, Greek-street, Soho. 

Payne. William, and Sons, 16 and 17, High 
Holbom. 

Petsyche and Co., 22, Shepherdess Walk, City- 
road. 

Randall, J., 605, Old Kent-road. 

Randall, Purslow, and Co., St. Michael's House, 
Church Passage, Basinghall-street. 

SeweU, J. and C, J., 48, 49, and 50, Fore-street, 
and 123, London Wall 

Snelling. Francis, 124, Houndsditch. 

Steel and Lawson, 22, Houndsditch, and 20, 21, 
and 22, Duke-street, Aldgate. 

Taylor, Samuel, 89 and 40, Houndsditch. 

Trotter, Alfred B., 21, Holy well-row. 

Van Raalte, H. and A., 7, Snowhill, Holborn 
Viaduct. 

Vernon, Son, and Co., 24, Worship- street. 

Whitton, Thomas M., 12, 18, 14, and 24, St. 
John's-lane, Clerkenwell. 

Whyte, Elizabeth, 52, Houndsditch. 

Whyte and Ridsdale, 73 and 74, Houndsditch. 

Wisbev, James, and Co., 77, 78, and 79, Hounds- 
ditch, and 8, Bishopsgate-street Without. 

Zimmerman, Wm., 7, Bishopsgate-street With- 
out, and 77, Houndsditch. 



Cartage or other Rebates allowed to parties carting their own goods at 

stations in the Manchester group. 

The allowance to the public carting their own goods carried at carted rates not 
to exceed Is. 6d. per ton. 



Station to Station Traffic. 

Unless specially mentioned, all Station to Station rates apply only to one chief 
station in London of each railway company, as follows : — Camden, L. and N. W. Ry. ; 
St. Pancras, Midland Ry. ; Paddington, G. W. Ry. ; Devonshire-street, G. E. Ry. ; 
King's Cross, G. N. Ry. When the trafl&o is sent to the City Stations an additional 
charge is made, which is Is. 8d. per ton for special class traffic, and Is. 3d. per ton 
for minerals. When sent to the East India, West India, South West India, Millwall, 
and Royal Victoria and Albert Docks, the additional charge is 2s. 6d. per ton for 
special class traffic, and Is. 8d. per ton for minerals. There are some exceptions to 
these additional charges. 

Such are the London and Manchester rates, which, in regard to the exceptions, 
are subject to continual change. The 7 class rates, corresponding with the general 
classification of goods, are first given, then exceptional rates for some hundreds of 
articles, which may be termed preferential, inasmuch as they are reduced rates, the 
remaining articles in the classification being chargeable at the unreduced rates. 
Probably the companies have good reasons for fixing these exceptional rates, and 
would, most likely, say they are prepared to carry at reduced rates, all the remaining 
articles in the classification upon similar reasons being given, but how absurd it 
would be to arrange a scale of rates for the general classification and then to except 
each article mentioned therein, and assign to it a reduced rate. 
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The number of different tonnage rates between these two stations, mcluding 
carted and not carted rates, is 30 ; the lowest lOs., the highest 70a per ton, as 
follows : — 



1 


2 


8 


4 


5 


6 


7 


8 


9 


10 


B. d. 

10 


8. d. 

12 6 


8. d. 

13 4 


8. d. 

13 9 


8. d. 

15 


8. d. 

16 8 


8. d. 

17 6 


8. d. 

18 4 


8. d. 

19 2 


8. d. 

20 


11 


12 


18 


14 


15 


16 


17 


18 


19 


20 


8. d. 

21 8 


8. d. 

22 6 


8. d. 

23 4 


8. d. 

25 


8. d. 

25 10 


8. d. 

27 6 


8. d. 

28 4 


8. d. 

30 


8. d. 

31 8 


8. d. 

32 6 


21 


22 


23 


24 


25 


26 


27 


28 


29 


80 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 



35 37 6 40 43 4 45 46 8 50 55 62 6 70 

In other words, the 7 class rates deemed sufficient for all the articles mentioned 
in the general clasification book, have been increased to 30, in order to meet what is 
termed the exigencies of trade. But practically, these rates meet the exigencies of 
exceptional trade only. Why not give each ^icle of commerce a chance of being 
carried at a reduced rate under analogous conditions 1 In order to accomplish this 
and place the public on terms of equality, the number of class rates ought to be 
increased from 7, say to 30. (This was mentioned previously as the expansion of 
the classification.) Instead of dividing the 4,000 articles of the Clearing House 
classification into 7 classes, let them be divided into 50 classes, at the same time, 
supposing that, in respect of each article, the exigencies of trade exist. In addition 
to classifying each article of commerce when carried in a full truck load, let it be 
futher classified for smaller quantities down to 5001bs. and less, a sufficient number 
of grades being introduced, so as to meet the demands of all traffic and satisfy the 
reqmrements of trade. Merchandise would then be permanently and more con- 
sistently classified for quantities, as well as for bulk, value, and risk. This plan 
would supplant the present ill-designed scale of charges for small packages, by 
placing quantities of 5001bs. and under in a suitably higher class, thereby meeting 
the claims of the companies for the trouble in dealing with small consignments. 
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CHAPTEK V. 

London and Liverpool Rates — Chai^ges for Small Paokagee between Stations in England, Wales^ 

and Ireland. 

The following are the rates in operation between London and the Liverpool 
group of stations, in January, 1883, and the remarks made with respect to the 
London and Manchester rates apply equally to these rates : — 

JANUARY, 188 3. 



RATES FOR THE CONVEYANCE OF GOODS TRAFFIC 

BETWEEN 

Xi o 3sr ID o Dsr 

AND THE 

LIYEBPOOL GEOUP. 

VIZ.: 
Liverpool, Birkenhfad, Garston, Fleetwood, Morecambe Harbour, Preston Road, 

AND Marsh Lane. 



Agreed tohy the Cheshire Lines Committee, and the Great Eastern, Great Northem, 
Great Western, London and North-Western, Manchester Sheffield and Lincolnshire, 
eaid Midland Railtoay Companies, 



DISTANCE-LONDON AND UVEBPOOL BY L. ft N. W. ROUTE, S04 MILES. 



Classes as per the Railway Clearing-House General Classification of Goods. 



STATION TO STATION. 
Pbb Ton. 



COLLECTED AND DELIVERED. 
Pbb Ton. 



Mineral Class. 

Minimum Wght. 

4 Tons. 

15s. lOd. 



Special Class. 

Minimum Wght. 

2 Tons. 

208. 



1st 

Class. 

27s. 6d. 



2nd 

Class 

82s. 6d. 



8rd 

Class. 

87s. 6d. 



4th 

Class. 

50s. 



5th 

Class. 

70s. 



Small packages 

not exceeding 

5001bs. 

to be charged as 

per scale. 



No. i. — Station to Station, in 2 ton loads, 
except othertriH pi'ovided . 



EXCEPTIONS. 

No^S. — CoUeeted and delivered. 



Granite, rough, for building 

Slates, common 

Koad Stone 



5 ton loads, 
owner's risk. 



No. 1. No. 2. 

S. to S. C. ft D. 

Per ton. Per ton. 

8. d. B. d. 

10 
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No. 1. No. 2. 

S. to 8. C. & D. 
p Per ton. Per ton. 

'^ 8. d. 8. d. 

Sharps, packed, in 20 ton lots 14 2 



Barytes, ground, in casks, owner's risk (see also Clause F) 5 ton loads 

Bleaching Powder 4 

Caustic Soda (see also Clause C) 4 

Manganese, in casks 5 

Silicate of Soda 4 

Soda Ash 4 

Waste Alkali, in casks 4 



» 



a 



91 



ii 



» 



15 



Cement, 5 ton loads \ 

Dry Chemicals, 4 ton loads, except Caustic Soda, Soda Ash, Silicate \ 

of Soda, and Bleaching Powder I 

Oils for Candle-making, in casks and iron drums (see also Clause M) I 

Palm Nut Kernels, 5 ton loads (see also Clause I) \ 

Paper Finish (common kind of farina), in bags, 4 ton loads, or / 

barged in Liverpool or Birkenhead in 10 ton lots 

Paraffin Wax (to and from Chelsea Basin) ., 

Potatoes, old, in barrels, 5 ton loads 

Red Ochre, 5 ton loads y 



16 8 



Grain, 5 ton loads (except from Liverpool and Birkenhead), to London 16 8 
„ „ collected from East Waterloo, Stanley, and Duke's 

Dock, Liverpool, and Birkenhead Grain Ware- 
houses 17 4 

„ „ collected from other Docks or Warehouses, or from 

Town 17 8 

(For definition of Grain, see page 71.) 



Asphalte and Asphalte Apparatus (Camden) .... 
Barytes, in casks, 5 ton loads (see also Clause C), 

Oil Cake, 5 ton loads 

Wet Fleshings, 4 ton loads, owner's risk 

Bitumen, 4 ton loads (Camden) 

Emery Stone, 4 ton loads 



17 6 



Q 

Cananba Wax 

Caustic Soda (see also Clause C) 

Cocoa Nuts, for crushing for oil 

Concrete Building Stone (patent), 4 ton loads, owner's risk 

Copra, or Oily Pulp of Cocoa Nuts, dried 

Extract of Chestnuts, in casks, 5 ton loads 

Manure, packed, 4 ton loads 

Sanitary Tubes, owner's risk 

Square and Sawn Timber and Deals, as per Clearing House 

Classification 

Logwood, loose, in pieces 

Spokes and Felloes 

Staves 

Lancewood Spars, unsawn 

Note. — Every class of timber, not otherwise specially provided for in the 
Clearing-House Classification, must be classed as square and sawn timber 
and deals, including Hickory in logs. 



M8 4 
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H 



Iron, Class A, as per Clearing House Classification, delivered in 

London by barge 5tonloads 17 



No. 1. No. 2. 

8. to 8. C. dc D. 

Per ton. Per ton. 

t. d. 8. d. 



)} 



99 



» 



}} 



» 



A, 
B, 



)) 



» 



station to station, City stations, 2 



}) 



17 
21 



Wire, nndamageable, 5 ton loads, delivered in London by barge 
or rail 



I 



Greaves, 6 ton loads 

Palm Nut Kernels (see also Clause D) 

Moss Litter, or Peat Moss, in press packed bales, for stable bedding T 
(see also Clause 0) J 

K 

Glucose (see alsoClauseM) 4tonloads 

Molasses (see also Clause M) 4 

Saccharine, in casks, bags, pails, or cans (see also Clause M)4 

Sugar, in casks, boxes, or bags (see also Clause M) 4 

Syrup, in casks (see also Clause M) 4 

TVeacle (see also Clause M) 4 „ 



99 



t 



6 
6 

8 



22 6 



20 



20 



Earthenware, loose, owner's risk, exclusive of loading and unloading ) 
Glass Bottles (common) black or green, owner's risk, 3 ton loads ... J 

M 

Brass, old 

Copper 

Glucose (see also Clause K) 

Grease, for use in the manufacture of candles or soap, in 5 ton loads 

Grease, Railway, 5 ton loads 

Molasses (see also Clause K) 

Oil, Lard, 5 ton loads ) 

Oil, Palm, Cocoa Nut and Cod. > in casks and iron drums 
Oil, Seal and Train, 5 ton loads j 

Saccharine, in casks, bags, pails, or cans (see also Clause K) 

Sugar, in casks, bags, and cases (see also Clause K) 

Syrup and Treacle, in casks (see also Clause K) 

Yellow Metal Bolts 

N 

Ale and Porter, Ale and Porter Finings and Lager Beer, in casks... 

Bark Extract, in casks 

Chicory Root ^ 

Cheese, packed (see also Clause Q) 

Drysalteries 

Heavy Groceries 

Lemon Peel, in brine 

Lime Juice, in casks and cases ^ 

Mineral Water, and Returned Mineral Water Empties 

Oakum, packed in bales (see also Clause 0) 

Old Empty Spirit Casks, Puncheons and Vinegar Casks 

Preserved Meats, Preserved Fruit and Vegetables, and Preserved 

Fish, in tins, packed in cases 

Preserves, including Marmalade, in hogsheads, casks, boxes, and 

cases with lids 



21 8 



22 6 
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Preserved Fruits, packed in cases or casks (Town trafl&c) 

Ship Bread and Biscuits, in bags or casks 

Sulphur Solution, in casks 

Oleomargerine, in casks 

Wood Splints for match making, 5 ton loads 



Na L No. 2. 

8. to S. CAD 

Per too. Per ton. 
a. d. t. d. 

25 



25 



Ale and Porter, bottled, in cases or in casks. 

Bagging, new 

Brass, sheet 

Buffalo Hides, dry, loose 

Coir Rope and Coir Junk 

Cotton Waste, press-packed 

Felt 



Flax 

Gin, in casks 
Ginger 



Glue 

Grain Spirit, for Distillers, to Liondon 

Gums of all sorts 

Hair, Plasterers' 



Hemp 

Hemp Yam 

Lead Plates in wooden boxes (see also Clause Q) 

Leather, undressed 

Methylated Spirits, in casks 

Mexican Fibre » 

Oakum, loose (see also Clause N) 

Oars, Ash 

Ofifals of animals for human food, in casks 

Old Matting 

Piassava 

Potatoes, preserved, in tins 

Ropes, new 

Rum, in casks 

Sacks, not returned empty , 

Skins, Racoon, Seal, Deer, Fox, Goat, Kid, Musquash, and Nutria, 

in casks or cases (see also Clause T) 

Skins, Seal, wet, loose, owner's risk 

Tar Varnish, in casks 

Vinegar in stone bottles, covered by wicker baskets 

Wire Rope, owner's risk 

Yam, Coir 

Wool 

Wool Wrappers 

Moss Litter or Peat Moss, in press-packed bales, for stable bedding, 

in lots under 2 tons (see also Clause I) 



27 6 



Boulinikon, Kamptulicon, Linoleum, and Iloorcloth in rolls, not 

exceeding 15 feet in length 

Biscuits (not Ship nor Dog) 2 ton loads 

Old Indiarubber Rings 

Quicksilver, in iron drums, in 1 ton loads 

Returned Empties, except ale and porter, and piano empties 

Minimum Charge of Returned Empties, 9d. 



30 



J 
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Acids, in bottles packed in whiting, in cases 

Almonds, in shells (see also Clause T) 

Antimony, in casks (see also Clause T) 

Canes, short, such as are used for umbrellas (see also Clause V) ... 

CapsiUes 

Cheese, loose (see also Clause N) 

Cowries 

Fresh Herrings and Sprats 

Oinger, preserved, in casks and cases 

Hair, Horse, in bales as imported 

Hardware, as per Clearing House classification 

Indiarubber, unmanufactured 

Leather, dressed 

Liquorice Paste 

Lead Plates, in earthenware vessels covered with wicker work (see 

also Clause 0) 

New empty Cigar Boxes 

Oil of Peppermint, in casks (see also Clause T) 

Petroleum, refined, in patent tin cans, packed in cases 

Petroleum Grease or Jelly, in tins, packed in cases, 1 ton loads . . . 

Russian Crash 

Ship Sails, except when direct to and from ship 

Ship Sails, for use on board ship 

Tobacco, manufactured 



No. 1. No. 2. 

S. to 8. C. A D. 

Per ton. Per ton. 

t. d. 8. d. 



32 6 



J 



R 

Books 

Oysters, owner's risk 
Stationery, general... 



} 



35 



Bisulphide of Carbon, owner's risk 37 6 



Almonds, not in shells (see also Clause Q) 

Antimony, in boxes and hampers (see also Clause Q) 

Castor Oil, in cans or jars 

Cochineal 

Cdpying Presses, in cases ^ 

Feathers, undressed, as imported 

Fruit Salt (not to or from ship) 

Hair Seating 

Needle Lubricators, glass 

Oil of Peppermint, in boxes or hampers (see also Clause Q) 

Paraffin Wax Candles 

Paradise or Guinea Grains 

Skins, Racoon, Seal, Deer, Fox, Goat, Kid, Musquash, and Nutria, 

dry, loose, or in bundles or bales (see also Clause 0) 

Slate Slabs, for billiard tables, packed in cases, owner's risk 

Tea, from Liverpool group (Town) to London (Town^ 

Tea, from London (Town) to Liverpool group (Town) 

Toy Dealer's goods (except 5th class goods) to Liverpool, (see list of 

Dealers, page 54) 



37 6 
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No. 1. No. 2. 
S. to 8. CAD. 
Per ton. Per ton. 

Raspberries, packed in casks ) ■• ^* A ^ 

Strawberries, „ j *^ ^ 

V 

Basket Chairs \ 

Canes, long, unmanufactured,- in bundles, (see also Clause Q) f ^.^ /v 

Sewing Machines, in cases C 

Ivory and Elephants' Teeth } 

W 

Fish, fresh 

Meat, fresh, exclusive of hampers and cloths, by passenger train. 

To be entered on Goods Invoice 

Meat, fresh, inclusive of hampers and cloths, by passenger train. 

To be entered on Goods Invoice 

Foreign cattle, slaughtered in the abattoirs of ) ^^ i • r x. 

the Mersey Dc^ks and Harbour Board... / Exclusive of hampers. 

„ „ „ Inclusive „ 
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25 





30 






EMPTIES. 

Charges for returned empty Packages, collected and delivered, to be prepaid. 
Returned empty Piano Cases, collected and delivered, 2s. 6d. each. 
Returned Empties, collected by Packed Parcels' Carriers, to be charged as empties 
not returned. 

Ale and Porter empties — Not Carted in London — Minimum Charge, 8d. 

s. d. s. d. 

Firkins 2 each Hogsheads 6 each. 

Kilderkins... 2 „ Puncheons 8 „ 

Barrels 4 „ Butts 1 „ 

The above rates to apply also to London City Stations. 

s. d. cwt. qrs. lbs. 

Spirit and Wine Pipes 2 each. Average weight... 3 

„ „ Puncheons 1 4 „ „ „ ... 2 

„ „ Hogsheads 1 „ „ „ ... 1 2 

„ „ Barrels 9 „ „ „ ... 1 

Note. — When empties are sent from one sender to two or more consignees, 
each consignment to be charged separately. 



RATES FOB IMPORT AND EXPORT TRAFFIC. 

The following Rates (except otherwise noted) apply only when the goods are sent 

Direct from Ship in London to Liverpool group. 
„ „ Liverpool group to London. 

From a town Warehouse in London direct to Ship in Liverpool group, or 
When from a town Warehouse in Liverpool group direct to Ship in London. 

No, 1. — Station to Station, No, 2, — Collected and Delivered, No. i. No. 2. 

& to & CAD. 

y X Per ton. Per ton. 

(Ct/J B. d. ■. d. 

Export and Import Goods, except as provided below j 

Passengers' Luggage to or from ship by goods train V 25 

Grapes, foreign, in original casks as imported j 
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(h) 

Boilers, weighing over 4 tons 

(c) 

Goods from China, India, and Japan, under bond, to Liverpool and \ 

Birkenhead for foreign export > 

Tea J 

(d) 

Wines, Spirits, Spices, and other Ship Stores, when consigned direct 
from warehouse to ship in either Liverpool or London — except 
a lower rate is elsewhere provided, and except also articles 
named in Clauses (/) and {g) 

(e) 

Ripe Fruit (except imported grapes packed in barrels) and Fresh 
Vegetables in 3rd Class 

Delivered at 50s. per ton. 



Na 1. No. 2. 

8.toS. C. 4cD. 

Per ton. Per ton. 

8. d. 8. (L 

25 



30 



32 6 



37 6 



(i) Collected and 

Acids, in glass carboys 
Ammonia Liquid, in glass carboys, 

owner's risk 
Balloons, silk 
Balloons, other than silk 
Bonnets 
Bonnet Fronts 
Bonnet Shapes 
Bonnets, in bandboxes 
Barometers 
Bronze Figures 
•China, in boxes 
€ordials, in jars or bottles 
•Crape (cotton and silk) 
Drugs, in carboys 
Dyes, liquid, in glass carboys 
Embroidery 
Engravings 
Feathers, in cases 

Flowers, cut, in baskets or hampers 
Flowers,' artificial 

(^) 

Gunpowder, Petroleum (giving off inflammable vapour under 73°F.), 
and other dangerous articles as per the Clearing-house Classifi- 
cation 

Statuary 

(h) 

Samples of Goods for Shipment, not exceeding three-quarters of a 
cwt., when conveyed direct to or from a ship or shipping agent. 



Glass, plate 

Glass Shades 

Glass, stained 

Glycerine, in glass carboys 

Lace 

Millinery 

Mirrors 

Morphia^ in bottles or hampers 

Muslins, sewed 

Nitre, Sweet, in glass carboys 

Panoramas and TTieatrical Scenery 

Perfumery 

Pictures 

Porcelain, in boxes 

Poultry, alive 

Otto of Roses 

Rats, live, in cages 

Ripe Fruit and Fresh Vegetables in 4th 

and 5th classes 
Straw Goods 
Vinegar, in glass carboys 



To be Charged 

as per the 
Clearing-house 
Classification. 



Free 



NoTB. — Steam Launches for shipment are not chargeable at the 
special rates noted for export traffic. 
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List of Toy Dealers.— (^^ Clause T.) 

Goods (except 5th class goods^ consigned to Toy Dealers named below, to be 
charged at the Toy Dealers* rate (37s. 6d. per ton, Collected and Delivered) when 
the carriage is " To pay," or when the carriage is " Prepaid " by a sender in London, 
whose name is on the London Toy Dealers' List. Charges for Toy Dealers* goods 
direct ex ship, to parties included in the Liverpool Toy Dealers* List, may be entered 
either " Paid ** or " To pay." 

Liverpool. 



Ahlbom, L., WhitechapeL 

Aitkins, Nan(^, 88, "Wlutechapel. 

Brunkir, William, 230, Scotland-road. 

Bunney, A H., 5, Church-street. 

Clarke, J. R., 5, St. Oeorge's-crescent, and 58, 

Church-streiet. 
Clarke, R. Y., 2, Basnett-street. 
Constantino, W. L., 18 to 17, Elliott-street. 
Dodds and McNeilly, 75, Paradise-street. 
Foy, A F., 8, Colquitt-street. 



Oamett, Samuel, 80, Richmond-row. 

Kent, Henry, 17, Qreat G^rge-street. 

Parry, J. P., 143, Dale-street, and 2, Byrom-st. 

Rizzy, Catherine, 19, Leece-street. 

Riley, John k Co., 75, Byrom-st, and Victoria^t. 

Samuels, Wolf, 41, Berry-street. 

Smith, Charles D., 22, Islington. 

Stamper, James, 72, Mill-street. 

Thompson, J., 47, South Castle-street. 



Birkenhead. 



Ahlbom, L., Birkenhead. 

For List of London Toy. Dealers, see'^page 45. 



I Evans, Theophilus, Argyle Bazaar, 26, Argyle- 
street, Birkenhead. 



OABTAGE. 

Cartage and other Rebates allowed to parties carting their own goods at stations 
in the Liverpool group. 

Per Ton. 
B. d. 

On London traffic, charged at collected and delivered rates 1 6 

„ traffic carted or barged to or from dock or ship, when in 10 ton loads \ 

and upwards, for or from the stations to which the 10 ton free > 13 

collection and delivery applies ) 

„ grain collected from the East or enclosed Waterloo, Stanley, andj 

Duke's Dock's grain warehouses, Liverpool, and the Seacombe > 8 

grain warehouses, Birkenhead, any weight ) 

„ grain collected from all other places within the cartage limits, under) , « 

4 tons ) 

„ grain collected from all other places within the cartage limits^ 4 tons, (• i a 

and upwards J 

„ apples and onions, when carried at rates which include collection or ) , ^ 

delivery in Liverpool and Birkenhead j 

„ oranges, lemons, and grapes, when carried at rates which include I o a 

collection or delivery in Liverpool and Birkenhead J 



STATION TO STATION TSAFFIO. 

Unless specially mentioned, all Station to Station rates apply only to one chief 
Station in London of each railway company, as follows: — Camden, L. <fe N. W. 
Ry. ; St. Pancras, Midland Ry. ; Paddington, G. W. Ry. ; Devonshire-street, G. E. 
Ry. ; King's Cross, G. N. Ry. When the traffic is sent to the City stations an 
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additional charge is made, which is Is. 8d. per ton for special class traffic, and 
Is. 3d. per ton for minerals. When sent to the East India, West India, South-West 
India, Millwall, and Royal Victoria and Albert Docks, the additional charge is 2s. 6d. 
per ton for special class traffic, and Is. 8d. pei; ton for minerals. There are some 
exceptions to these additional charges. 



Although the distance is somewhat greater between London and Liverpool than 
between London and Manchester, the Liverpool rates are on a lower scale than those 
of Manchester. The nxmiber of different tonnage rates between London and Liver- 
pool is 22 ; the lowest lOs., and the highest 70s. per ton, as follows : — 

1 2 8 4 5 6 7 8 9 10 11 

B. 3^ B. a, B, cL B. gL b, d. s. d. b. cL. b. d, b. cl b. 31 i^ 37 

10 14 2 15 16 10 16 8 17 4 17 6 17 8 18 4 20 0. 21 8 

12 18 14 15 16 17 18 19 20 21 22 

B. d. 8. 31 s! d! B. d. 8. d. s. d. a. d. s. 51 si a. b. a. b. 37 

22 6 25 27 6 30 32 6 35 37 6 40 50 55 70 

Like Manchester, the Liverpool exceptional rates apply to a large number of 
articles specially privileged as compared with the remaining articles in the classifi- 
cation. 

For small packages of 5001bs. weight and under, the railway companies claim 
to charge any sum which they think fit. They allege that there is a great deal of 
trouble in dealing with small consignments, and that they are well entitled to an 
extra charge to recompense them for their conveyance. The English railway com- 
panies have compiled a scale of charges for the carriage of small lots of merchandise, 
weighing 5001bs. and under, conveyed between stations in England, Wales, and 
Ireland. Small packages to or from stations in Scotland are treated differently, the 
charges being fixed arbitrarily to each station; so much for packages weighing 281bs. 
and under, so much for packages weighing over 281bs. up to 561bs, and so much for 
packages weighing over 561bs., until the weight, charged at the tonnage rate, 
equals the charge for the small package itself. Thus, supposing the rate between 
two stations for cofifee in bags to be 20s. per ton, and for a parcel of cofifee 
281bs. weight and imder, the charge is Is. ; for a parcel over 281b& up to 
561bs. Is. 6d. ; and for packages over 561bs. 2s. ; the charge of 2s. would be made 
for packages of all weights over 561bs. to 2 cwts., because 2 cwts., charged at the 
tonnage rate, 20a, would be exactly 2s; consequently, in such a case as supposed, 
the tonnage rate would not begin to be charged until the small packages reached the 
weight of 2 cwts. 

The Table or scale of charges for small packages conveyed between stations in 
England, Wales, and Ireland, is given below. It is needful to know the rate per ton 
for the carriage of any article when conveyed in quantities over 5001bs., before a 
trader can use the Table by checking with it any accounts for the carriage of small 
parcels. 
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J A TTTJ A T=fc"Z", 

SCALE OF CHARGES FOR THE CONVEYANCE OF 
IN WEIGHT, BETWEEN STATIONS IN ENGLAND (South 



WBIGHT 

NOT 

EXCRKPING 


Not 
exceed- 
ing 
6S. 8d. 

per ton. 


Above 
Ss. 8d. 

and not 
exceed 

ing 
88. 4kd. 

per ton. 


Above 
88. 4d. 

aninoi 
exceed* 
' ing 
10s.0d. 
per ton. 


Above 

10s.0d. 

and not 

exceed* 

ing 
llS.8d. 
per ton. 


lls.8d. 

and not 

exceed 

ing 

18s. 4d. 

per ton. 


Above 
18s. 4d. 

and not 

0m6C00Cv'* 

is/Sd. 

per ton. 


16s. Od. 

and not 
exceed- 
ing 
16s. 8d. 
per ton. 


Above 
16s. 8d. 
and not 
exceed* 
ing 
18s. 4d. 
per ton. 


18s. 4d. 

and not 
exceed* 

20sr&L. 

j)er ton. 


Above 
20s. Od. 

and no< 

per ton. 


il&ove 
218.80. 
and not 

exceed* 

ing 
28s. 4d. 
per ton. 


28s.4d. 

(cncC not 

exceed* 

26s%. 
per ton. 


Cwt,qr.Ib. 


8 d. 


8. d. 


B. d. 


B. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


10 


6 


6 


6 


7 


7 


7 


7 


7 


7 


8 


9 


9 


1 14 


7 


7 


7 


8 


8 


8 


8 


8 


8 


9 


10 


10 


2 


7 


8 


8 


9 


9 


9 


10 


10 


10 


11 


1 


1 


2 14 


7 


8 


9 


10 


10 


10 


11 


11 


11 


1 


1 1 


1 1 


8 


7 


8 


9 


10 


11 


11 


1 


1 


1 


1 1 


1 2 


1 8 


8 14 


7 


8 


9 


10 


11 


1 


1 1 


1 1 


1 1 


1 8 


1 4 


1 5 


1 


7 


8 


9 


10 


11 


I 


1 1 


1 2 


1 8 


1 5 


1 6 


1 7 


1 14 


8 


9 


10 


11 


1 


1 1 


1 2 


1 8 


1 4 


1 6 


1 8 


1 9 


110 


8 


9 


10 


11 


1 


1 2 


1 8 


1 4 


1 5 


1 7 


1 9 


1 11 


1 1 14 


8 


9 


11 


1 


1 1 


1 8 


1 5 


1 6 


1 7 


1 9 


1 11 


2 1 


12 


9 


11 


1 


1 1 


1 8 


1 6 


1 7 


1 8 


1 9 


1 11 


2 1 


2 8 


1 2 14 


9 


11 


1 1 


1 8 


1 6 


1 6 


1 8 


1 9 


1 10 


2 1 


2 8 


2 5 


18 


9 


11 


1 1 


1 8 


1 5 


1 7 


1 9 


1 10 


1 11 


2 2 


2 5 


2 7 


1 8 14 


10 


1 


1 2 


1 4 


1 6 


1 8 


1 10 


2 


2 1 


2 4 


2 7 


2 9 


2 


11 


1 1 


1 8 


1 5 


1 7 


1 9 


1 11 


2 1 


2 8 


2 6 


2r 8 


2 10 


2 14 


11 


1 1 


1 3 


1 5 


1 7 


1 10 


2 1 


2 8 


2 6 


2 8 


2 10 


3 


2 1 


11 


1 1 


1 4 


1 6 


1 8 


1 11 


2 2 


2 5 


2 7 


2 10 


8 


3 2 


2 1 14 


11 


1 1 


1 5 


1 7 


1 9 


2 


2 8 


2 6 


2 8 


2 11 


8 2 


3 4 


2 2 


11 


1 2 


1 6 


1 8 


1 11 


2 2 


2 5 


2 7 


2 9 


3 1 


8 4 


3 6 


2 2 14 


1 


1 8 


1 7 


1 9 


2 


2 8 


2 6 


2 8 


2 10 


3 2 


8 5 


8 8 


2 8 


1 


1 4 


1 8 


1 10 


2 1 


2 4 


2 7 


2 9 


8 


8 4 


8 7 


3 10 


2 3 14 


1 1 


1 5 


1 9 


1 11 


2 2 


2 5 


2 8 


2 11 


8 1 


8 5 


8 9 


4 


3 


1 1 


1 5 


1 9 


2 


2 4 


2 6 


2 10 


3 1 


8 8 


3 7 


8 10 


4 1 


3 14 


1 2 


1 6 


1 10 


2 1 


2 4 


2 7 


2 11 


8 2 


3 4 


8 8 


4 


4 8 


3 10 


1 8 


1 7 


1 11 


2 2 


2 5 


2 8 


8 


8 8 


3 5 


8 9 


4 1 


4 5 


8 1 14 


1 8 


1 7 


2 


2 8 


2 6 


2 9 


3 1 


8 4 


8 7 


3 11 


4 8 


4 7 


8 2 Q 


1 3 


1 7 


2 


2 4 


2 7 


2 11 


8 8 


3 6 


3 9 


4 1 


4 5 
4 7 


4 9 


3 2 14 


1 4 


1 8 


2 1 


2 5 


2 9 


3 


8 4 


8 7 


3 10 


4 8 


4 11 


3 3 


1 4 


1 8 


2 2 


2 6 


2 10 


3 1 


8 5 


3 8 


8 11 


4 4 


4 9 


5 1 


3 3 14 


1 4 


1 9 


2 8 


2 7 


2 11 


8 2 


8 6 


3 10 


4 1 


4 6 


4 11 


5 8 


40 


1 4 


1 9 


2 8 


2 7 


2 11 


3 3 


8 7 


3 11 


4 8 


4 8 


5 


5 4 


4 14 


1 6 


1 10 


2 8 


2 7 


3 


8 4 


8 8 


4 


4 4 


4 9 


5 1 


5 5 


4 10 


1 6 


1 10 


2 8 


2 7 


3 


8 4 


8 9 


4 1 


4 5 


4 10 


5 2 


5 6 


4 1 24 

1 


1 6 


1 10 


2 8 


2 7 


8 


8 4 


3 9 


4 1 


4 6 


4 10 


5 8 


6 7 
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1883. 

CONSIGNMENTS OF GOODS NOT EXCEEDING 500Lbs. 
OF Newcastle and Carlklb), WALES, AND IRELAND. 



Above 
858.00. 

and mot 
exceed" 

868.80. 

per ton. 


Above 
968.80. 

oimI not 
exceed 

286%L 

per ton. 


Aboue 
888.40. 

and not 
exceed 

808jSo. 

per ton. 


Above 
806.00. 
and not 

exceed- 
ing 
818 80. 
per ton. 


Above 
818. 8d. 
and not 

eawMd- 

ing 
888. 4d. 
per ton. 


il6ove 
888.40. 

and not 

exceed" 

ing 

858.00. 

per ton. 


Above 
858. Od. 

and nbt 
esBce^d- 

868!8d. 

per ton. 


Above 
868.8d. 
and not 

888.40. 

per ton. 


il6ove 
888.40. 

and not 
exceed" 

per ton. 


Above 
408. Od. 
and not 

exceed" 

438.40. 

per ton. 


Above 
488.40. 

and not 
exceed" 

per ton. 


Above 
468.80. 

and not 
exceed- 

50BjSa. 

per ton. 


WEIGHT 
NOT 
EXCEEDING 


8. d. 


h. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


B« 


d. 


8. d. 


8. d. 


8. d. 


Cwt.qr. lb. 


10 


11 


11 


11 


11 


11 


1 


1 







1 2 


1 8 


1 8 


10 


11 


1 


1 1 


1 1 


1 1 


1 1 


1 2 


1 3 




8 


1 6 


1 6 


1 6 


1 14 


1 2 


1 3 


1 4 


1 4 


1 4 


1 4 


1 5 


1 6 


1 


6 


1 8 


1 9 


1 9 


2 


1 8 


1 4 


1 6 


1 6 


1 6 


1 6 


1 7 


1 8 




9 


1 11 


2 


2 


2 14 


1 6 


1 6 


1 7 


1 8 


1 9 


1 9 


1 10 


1 11 


2 





2 2 


2 3 


2 4 


8 


1 7 


1 8 


1 9 


1 10 


2 


2 


2 1 


2 8 


2 


8 


2 5 


2 6 


2 8 


3 14 


1 9 


1 10 


1 11 


2 1 


2 2 


2 3 


2 4 


2 5 


2 


6 


2 8 


2 10 


3 


1 


1 11 


2 


2 1 


2 2 


2 8 


2 6 


2 7 


2 8 


2 


9 


2 11 


8 2 


8 4 


1 14 


2 1 


2 2 


2 8 


2 4 


2 6 


2 8 


2 10 


2 11 


8 





8 2 


3 5 


8 8 


110 


2 8 


2 4 


2 5 


2 7 


2 9 


2 11 


8 1 


3 2 


3 


8 


8 6 


3 9 


4 


1 1 14 


2 5 


2 7 


2 8 


2 10 


8 


8 2 


3 4 


8 5 


8 


6 


3 10 


4 


4 3 


12 


2 7 


2 9 


2 10 


3 


8 2 


3 4 


8 6 


3 8 


8 


9 


4 1 


4 4 


4 7 


1 2 14 


2 9 


2 11 


3 


3 2 


8 4 


3 6 


3 8 


3 10 


4 





4 4 


4 7 


4 11 


13 


2 11 


8 1 


3 2 


8 5 


8 7' 


8 9 


8 11 


4 1 


4 


3 


4 7 


4 11 


5 8 


1 8 14 


8 1 


8 8 


8 5 


3 8 


3 10 


4 


4 2 


4 4 


4 


6 


4 10 


5 2 


5 6 
5 10 


200 


8 3 


8 5 


3 7 


3 10 


4 


4 2 


4 5 


4 7 


4 


9 


5 1 


5 6 


2 14 


8 5 


8 7 


8 9 


4 


4 2 


4 4 


4 7 


4 10 


5 





5 4 


5 9 


6 2 


2 10 


3 7 


3 9 


8 11 


4 2 


4 5 


4 7 


4 10 


5 1 


5 


3 


5 8 


6 1 


6 6 


2 1 14 


3 9 


4 


4 2 


4 5 


4 8 


4 10 


6 1 


6 4 


5 


6 


6 


6 4 


6 9 


2 2 


3 11 


4 2 


4 4 


4 7 


4 10 


5 


5 4 


5 7 


5 


9 


6 8 


6 8 


7 1 


2 2 14 


4 1 


4 4 


4 6 


4 10 


6 1 


5 3 


5 7 


5 10 


6 





6 6 


6 11 


7 6 


2 8 


4 3 


4 6 


4 8 


5 


5 3 


5 6 


5 10 


6 1 


6 


8 


6 9 


7 3 


7 9 


2 8 14 


4 5 


4 8 


4 11 


5 8 


5 6 


5 9 


6 


6 3 


6 


6 


7 


7 6 


8 


300 


4 7 


4 10 


5 1 


5 5 


5 8 


5 11 


6 3 


6 6 


6 


9 


7 4 


7 10 


8 4 


3 14 


4 9 


5 


5 3 


5 7 


5 10 


6 1 


6 5 


6 9 


7 





7 7 


8 1 


8 8 


3 10 


4 11 


5 2 


5 5 


5 9 


6 I 


6 4 


6 8 


7 


7 


•8 


7 10 


8 5 


9 


8 1 14 


6 1 


5 6 


5 8 


6 


6 4 


6 7 


6 11 


7 3 


7 


6 


8 2 


8 8 


9 3 


3 2 


5 3 


6 7 


5 10 


6 2 


6 6 


6 9 


7 1 


7 6 


7 


9 


8 5 


9 


9 7 


3 2 14 


5 6 


6 9 


6 


6 4 


6 8 


7 


7 4 


7 8 


8 





8 8 


9 3 


9 11 


8 8 


5 7 


6 11 


6 2 


6 7 


6 11 


7 3 


7 7 


7 11 


8 


8 


8 11 


9 7 


10 3 


8 3 14 


5 9 


6 1 


6 5 


6 10 


7 2 


7 6 


7 10 


8 2 


8 


6 


9 2 


9 10 


10 6 


400 


5 10 


6 2 


6 6 


6 11 


7 3 


7 7 


7 11 


8 3 


8 


7 


9 4 


10 


10 8 


4 14 


6 11 


6 3 


6 7 


7 


7 4 


7 8 


8 


8 5 


8 


9 


9 6 


10 2 


10 11 


4 10 


5 11 


6 4 


6 8 


7 1 


7 5 


7 10 


8 2 


8 7 


8 


11 


9 8 


10 5 


|n 2 


4 1 24 
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SCALE OF 



WEIGHT 
NOT 
EXCEEDING 


Above 
508. Od. 
atul not 

exceed- 
ing 
688. 4d. 
per ton. 


Above 
688. 4d. 
and not{ 

exceed- 
ing 
668. 8d. 
per ton.^ 


Above 
568. 8d. 
%nd not 

exceed- 
ing 
B08.0d. 
per ton. 


Above 
608. Od. 
Eim2 not 4 

exceed- 
ing 
688. 4d. 
p«r ton. 


Above 
B88.4d. 

%nd not 
exceed- 
ing 
B68.8d. 
per ton. 


Above 
B68.8d. 
%nd not 

exceed- 
ing 
708. Od. 
per ton. 


Above Above Above 
708.0d.738.4d.768.8d. 

%nd iwtand not and not 
exceed- exceed- exceed- 
ing ing ing 

788.4d.76s.8d.808.0d. 

oer ton. per ton, per ton. 


Above Above Above 
B08.0d.868.0d.90B.0d. 
and not and not and not 

exceed-' exceed- exceed- 
ing ivig ing 
B58.0d.90l.0d.968.0d. 
per ton. per ton, per ton. 


Cwt.qr. lb. 


8. d. 


B. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. d. 


8. 


d. 


8. d. 


8. d. 


8. d. 


10 


1 5 


1 6 


1 6 


1 6 


1 6 


1 6 


1 8 


1 9 


2 





2 


2 8 


2 8 


1 14 


1 8 


1 9 


1 10 


1 10 


1 10 


1 10 


2 2 


2 2 


2 


8 


2 8 


2 9 


3 


2 


1 11 


2 1 


2 2 


2 3 


2 3 


2 8 


2 5 


2 7 


2 


9 


8 


3 3 


3 6 


2 14 


2 2 


2 4 


2 6 


2 7 


2 8 


2 8 


2 11 


8 1 


3 


3 


8 8 


8 9 


4 


3 


2 6 


2 8 


2 10 


2 11 


3 1 


8 2 


3 5 


8 7 


3 


9 


4 


4 8 


4 8 


3 14 


2 10 


3 


3 2 


8 3 


8 6 


8 8 


3 11 


4 1 


4 


3 


4 8 


4 9 


5 


1 


3 2 


8 4 


3 6 


8 8 


4 


4 3 


4 5 4 7 


4 


9 


5 


5 3 


5 6 


1 14 


3 6 


3 9 


3 11 


4 1 


4 5 


4 9 


4 11 


5 1 


5 


3 


5 7 


5 10 


8 2 


110 


3 10 


4 1 


4 3 


4 6 


4 10 


5 2 


5 4 


5 7 


5 


9 


8 1 


8 5 


8 9 


1 1 14 


4 2 


4 5 


4 8 


4 11 


5 3 


6 7 


5 10 


6 1 


6 


8 


8 8 


7 


7 4 


12 


4 6 


4 9 


5 


5 3 


5 8 


6 


6 3 


6 fl 


6 


9 


7 2 


7 8 


7 11 


1 2 14 


4 10 


5 2 


5 5 


5 8 


6 1 


6 6 


6 9 


7 


7 


3 


7 9 


8 1 


8 7 


13 


5 2 


6 6 


5 9 


6 1 


6 6 


6 11 


7 2 


7 6 


7 


9 


8 8 


8 8 


9 2 


1 3 14 


5 6 


5 10 


6 2 


6 6 


6 11 


7 4 


7 8 


8 


8 


8 


8 9 


9 3 


9 9 


2 a 6 10 


6 2 


6 6 


6 10 


7 4 


7 9 


8 1 


8' 5 8 


9 


9 8 


9 9 


10 3 


2 14| 6 2 


6 7 


6 11 


7 8 


7 9 


8 3 


8 7 


8 11 


9 


8 


9 10 


10 4 


10 11 


2 10 


6 6 


6 11 


7 3 


7 8 


8 2 


8 8 


9 


9 5 


9 


9 10 4 


10 11 


11 6 


2 1 14 


6 10 


7 3 


7 8 


8 1 


8 7 


9 1 


9 6 


9 11 


10 


3 10 11 


11 8 


12 1 


2 2 


7 2 


7 7 


8 


8 5 


9 


9 6 


9 11 


10 4 


10 


9 


11 5 


12 


12 8 


2 2 14 


7 6 


8 


8 5 


8 10 


9 5 


10 


10 5 


10 10 


11 


3 


12 


12 7 


18 4 


2 8 


7 10 


8 4 


8 9 


9 3 


9 10 


10 5 


10 10 


11 4 


11 


9 


12 8 


18 2 


18 11 


2 3 14 


8 2 


8 8 


9 2 


9 8 


10 8 


10 10 


11 4 


11 10 


12 


8 


18 


13 9 


14 6 


300 


8 6 


9 


9 6 


10 


10 8 


11 3. 


11 9 


12 8 


12 


9 


18 8 !l4 8 

1 


15 


8 14 


8 10 


9 5 


9 11 


10 5 


11 1 


11 9 


12 3 


12 9 


13 


8 


14 1 


14 10 


15 8 


3 10 


9 2 


9 9 


10 8 


10 10 


11 6 


12 2 


12 8 


18 8 


13 


9 


14 7 


15 5 


16 3 


8 1 14 


9 6 


10 1 


10 8 


11 8 


11 11 


12 7 


13 2 


13 9 


14 


8 


15 2 


18 


18 10 


8 2 


9 10 


10 5 


11 


11*7 


12 4 


18 


13 7 


14 2 


14 


9 


15 8 


16 8 


17 5 


8 2 14 


10 2 


10 10 


11 5 


12 


12 9 


18 6 


14 1 


14 8 


16 


8 


18 3 


17 1 


18 1 


8 8 


10 8 


11 2 


11 9 


12 5 


18 2 


13 11 


14 6 


15 2 


15 


9 


18 9 


17 8 


18 8 


8 8 14 


10 10 


11 6 


12 2 


12 10 


18 7 


14 4 


15 


15 8 


18 


3 


17 8 


18 8 


19 8 


400 


11 2 


11 10 


12 6 


18 2 


14 


14 9 


15 5 


16 1 


16 


9 


17 9 


18 9 


19 9 


4 14 


11 5 


12 1 


12 9 


13 6 


14 8 


15 


15 8 


16 5 


17 


1 


18 2 


19 2 


20 2 


4 1 


11 8 


12 4 


18 1 


18 10 


U 7 


15 4 


16 


16 9 


17 


5 


18 7 


19 7 


20 8 


4 1 24 


11 11 


12 8 


13 5 


14 2 


14 11 


15 8 


16 4 


17 2 


17 10 


19 


20 1 


21 2 
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CHAKGES— Continued. 



Above 
968. Od.. 

and not 
exceed- 
ing 
1008 Od 
per ton. 


Above 
1008 Od 
%nd not 

exceed- 
ing 
1068 Od 
per ton. 


Above 
L0680d 

%nd not 
exceed- 
ing 
U08 0d 

per ton. 


Above Above 
U080dll680d 
and not and not 

exceed- ■ exceed 

ing i iny 

1168 Od 1308 Od 

ver ton. per ton. 


Above 
1308 Od 
and not 

exceed- 
ing 
1368 Od 
per ton. 


Above 
1268 Od 
and not 

exceed- 
ing 
1308 Od 
per ton. 


Above 
1808 Od 
and not 

exceed'' 

ing 
1868 Od 
per ton. 


Above 
1868 Od 
and not 

exceed- 
ing 
1408 Od 
oer ton. 


Above 
1408 Od 
and not 

exceed- 
ing 
1468 Od 
per ton. 


Above 
1468 Od 
and not 

exceed- 
ing 
1608 Od 
per ton. 


• 


WEIGHT 

NOT 

EXCEEDING 


8. d. 
2 6 


8. d. 
2 7 


s. d. 
2 7 


8. d. 8. 

2 8 2 


d. 
9 


8. d. 
3 


8. d. 
8 


8. d. 
3 3 


8. d. 
3 4 


8. d. 
3 4 


8. d. 
3 4 




Cwt.qr. lb. 
10 


3 


3 2 


3 2 


3 4 


3 


6 


3 9 


3 9 


4 


4 2 


4 2 


4 2 




I 14 


3 6 


3 9 


3 9 


4 


4 


3 


4 6 


4 6 


4 9 


5 


5 


5 




2 


4 


4 3 


4 4 


4 7 


4 10 


5 1 


5 2 


5 5 


5 8 


5 9 


5 9 




2 14 


4 7 


4 10 


4 11 


5 2 


5 


5 


5 8 


5 10 


6 1 


6 4 


6 6 


6 7 




3 


5 2 


5 5 


5 7 


5 10 


6 


1 


6 4 


6 6 


6 9 


7 


7 3 


7 5 




3 14 


5 9 


6 


6 3 


6 6 


6 


9 


7 


7 3 


7 6 


7 9 


8 


8 3 




1 


6 5 


6 8 


7 


7 3 7 


6 


7 10 


8 1 


8 5 


8 8 


8 11 


9 3 




1 14 


7 


7 4 


7 8 


8 


8 


3 


8 7 


8 11 


^9 3 


9 6 


9 10 


10 2 




110 


7 8 


8 


8 4 


8 9 9 





9 5 


9 9 


10 1 


10 5 


10 9 


11 1 




1 1 14 


8 3 


8 8 


9 


9 5 9 


9 


10 2 


10 6 


10 11 


11 3 


11 8 


12 




12 


8 11 


9 4 


9 9 


10 2 10 


6 


11 


11 4 


11 9 


12 2 


12 7 


13 




1 2 14 


9 6 


10 


10 5 


10 10 11 


8 


11 9 


12 2 


12 7 


13 


13 6 


13 11 




13 


10 2 


10 8 


11 1 


11 7 


12 





12 6 


13 


13 5 


13 11 


14 5 


14 10 




1 3 14 


10 9 


11 3 


11 9 


12 3 


12 


9 


13 3 


13 9 


14 3 


14 9 


15 3 


15 9 




200 


11 6 


11 11 


12 6 


13 


13 


6 


14 1 


14 7 


15 2 


15 8 


16 2 


16 9 




2 14 


12 


12 7 


13 2 


13 9 


14 


3 


14 10 


15 5 


16 


16 6 


17 1 


17 8 




2 10 


12 8 


13 3 


13 10 


14 6 


15 





15 8 


16 3 


16 10 


17 5 


18 


18 7 




2 1 14 


13 3 


13 n 


14 6 


15 2 


15 


9 


16 5 


17 


17 8 


18 3 


18 11 


19 6 




2 2 


13 11 


14 7 


15 3 


15 11 


16 


6 


17 3 


17 10 


18 6 


19 2 


19 10 


20 6 




2 2 14 


14 6 


15 3 


15 11 


16 7 


17 


3 


18 


18 8 


19 4 


20 


20 9 


21 5 




2 3 


15 2 


15 11 


16 7 


17 4 


18 





18 9 


19 6 


20 2 


20 11 


21 8 


22 4 




2 3 14 


15 9 


16 6 


17 3 


18 


18 


9 


19 6 


20 3 


21 


21 9 


22 6 


23 3 




300 


16 5 


17 3 


18 


18 9 


19 


6 


20 4 


21 1 


21 11 


22 8 


23 5 


24 3 




3 14 


17 


17 10 


18 8 


19 6 


20 


3 


21 1 


21 11 


22 9 


23 6 


24 4 


25 2 




3 10 


17 8 


18 7 


19 4 


20 3 


21 





21 11 


22 9 


23 7 


24 5 


25 3 


26 1 




3 114 


18 3 


19 2 


20 


20 11 


21 


9 


22 8 


23 6 


24 5 


25 3 


26 2 


27 




3 2 


18 11 


19 10 


20 9 


21 8 


22 


6 


23 6 


24 4 


25 3 


26 2 


27 1 


28 




3 2 14 


19 6 


20 6 


21 5 


22 4 


23 


3 


24 3 


25 2 


26 1 


27 


28 


28 11 




3 3 


20 2 


21 2 


22 1 


23 1 


24 





25 


26 


26 11 


27 11 


28 11 


29 10 




3 3 14 


20 9 


21 9 


22 9 


23 9 


24 


9 


25 9 


26 9 


27 9 


28 9 


29 9 


30 9 




400 


21 3 


22 3 


23 4 


24 4 


25 


5 


26 5 


27 6 


28 6 


29 7 


30 7 


31 8 




4 14 


21 9 


22 10 


23 11 


25 


26 


1 


27 2 


28 3 


29 4 


30 5 


31 5 


32 7 




4 10 


22 4 


23 5 


24 7 


25 8 


26 


9 


27 11 


29 


30 2 


31 3 


32 4 


33 6 




4 1 24 
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CHAPTER VI. 

Liverpool and Manchester Rates — Waterside and Railway Siding Arrangements in Manchester 

District. 

The Liverpool and Manchester rates apply generally to traffic passing between 
Liverpool and Birkenhead on the one hand, and Manchester, Stockport, Reddish, 
Patricroft, and Longsight on the other. They are the same by canal as by rail. 
There are many firms who are connected with the railway by siding, and with the 
canal by wharf, who are dealt with individually, some having their goods collected 
and delivered by railway truck or boat without any additional charge beyond the 
Liverpool and Manchester station rates, being marked free^ whilst others pay a fixed 
rate per ton in addition to the station rates. 

RATES AND REGULATIONS FOR TRAFFIC 

BETWEEN 

LIVERPOOL AND BIRKENHEAD 

AND 

MANCHESTER, STOCKPORT, REDDISH, PATRICROFT, AND 

LONGSIGHT. 

The following Companies are parties to the arrangement of these rates and 
regulations : — 

The Bridgewater Navigation Company. 

The Cheshire Lines Committee. 

The Great Northern Railway Company. 

The Great Western Railway Company. 

The Lancashire and Yorkshire Railway Company. 

The London and North-Westem Railway Company. 

The Manchester, Sheffield, and Lincolnshire Railway Company. 

The Manchester, South Junction, and Altrincham Railway Company. 

The Midland Railway Company. 

The Shropshire Union Railway and Canal Company. 

GENERAL REGULATIONS. 

Weights.— The rates apply to the short weight of 22401b8. to the ton in all 
cases, except as provided below. 

Charging op Timber in Liverpool and Birkenhead. — The scale for the com- 
putation of Timber provided in the Railway Clearing House Classification, to be 
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used, except in the case of Elm, Maple, and Walnut, which are to be computed 
40 feet to the ton. The classification of Timber to be as provided in the Clearing 
House Classification, except that the following are to be charged at the rates noted 
for Timber and Deals, viz. : — 



Barwood, in pieces 

Baywood 

Boards (Flooring), prepared and other 

planed boards 
Bobbinwood, machine weight 
Cedar 

Cherry Tree Wood 
Cordwood, machine weight 
Cratewood, do. 
Dyewood, in pieces 

Firewood, prepared, in three ton loads 
Fustic, in pieces 



Hickory, unsawn 

Hoopwood, rough, in bundles 

Lancewood, unsawn 

Lima Wood, in pieces 

Logwood, loose, in pieces 

Mahogany 

Nicaragua Wood, in pieces 

Postwood, machine weight 

Sanderswood 

Staves 

Wahiut 



Planed Boards. — ^An allowance of 16 per cent off the original measurement of 
the Deals to be made in the case of planed boards. 

Weight op Grain, &c. — Barley, Beans, Beans (split). Com, Indian Com, Dari, 
Flour, Groats, Millet, Malt, Malt Culms, Oats, Oats (cmshed). Peas (dried). Peas 
(split), Rye, Tares, Vetches, and Wheat, to be charged the actual weight of 
22401bs. to the ton, the weight of sacks excepted. 

Bran, Dills, Sago Flour, Farina, Gurdgeons, Hominy, Meal, Paddy or Rice 
in husk. Pearl and Pot Barley, Pollard, Rice Flour, Rice Meal, Sharps, Shelling, 
and Shudes to be charged the actual weight of 22401bs. to the ton, the weight of the 
sack or barrel to be charged also. 

The special or exceptional rates for Grain are applicable only to lots of four tons 
and upwards. When special rates are not provided, or when the traffic is sent in 
less than four ton lots, the charge to be as follows : — 

Lots of two tons and upwards Special Class rate. 

Lots under two tons pirst Class rate. 

with an addition of eightpence per ton for collection from the East Waterloo, 
Stanley, or Birkenhead grain warehouses, or from the grain warehouse at Duke's 
Dock, occupied by Messrs. Ross, T. Smyth and Co., and Messrs. Clements and Co., or 
one shilling per ton when from other docks or warehouses, or from town, when in 
lots of four tons and upwards, and Is. 3d. per ton when under four tons. The 
remainder, or any portions of a large lot, if sent in quantities under four tons, from 
same sender to same consignee, to be charged at the rate for four ton lots. The 
allowance to senders, where they cart to the carrier's premises at Liverpool or 
Birkenhead, to be : — 



8. d. 



If from the East Waterloo, Stanley, or Birkenhead Warehouses of 
the Mersey Docks and Harbour Board, or the Grain Warehouse at 
Duke's Dock, Liverpool, occupied by Messrs. Ross, T. Smyth and 
Co., and Messrs. Clements and Co 

If from other Docks, Dock Warehouses, or from Town at Liverpool 
or Birkenhead, when in lots of four tons and upwards 1 



8 per ton. 







And when in lots under four tons 1 3 



>» 



j> 



sacks. 



Grain when sent loose to be charged 5d. per ton more than if in owner's 
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Hire of sacks for the carriage of grain to be charged for by the carrier after the 
Tate of one halfpenny per sack per week (the first week covering a period of 12 
■days) after which one halfpenny per sack per week of seven days to be charged. 

Oilcake (ground), Rice for grinding purposes when consigned direct to a miller, 
and damaged Rice for feeding purposes to be charged at the same rate as Grain. 

Samples of Cotton. — Carriage not to be charged if these are delivered to the 
carrier on the same day as the cotton. If sent separately, to be charged 6d. each, 
including delivery, when not exceeding 241bs. ; when above 241bs. the ordinary rate 
for small packages. 

Samples of goods for shipment at Liverpool, &c., not exceeding 841bs. in weight, 
to be carried free. 

Corn Samples, prepaid, when not exceeding lib. in weight, to be charged 3d. 
each, Station to Station, between stations in the Manchester district and Liverpool. 

Other sample parcels than those mentioned above to be charged at the ordinary 
rates for small parcels. 

Manufactured Cotton Goods. — The exceptional rates for this traffic are 
understood to comprise all goods from Manchester warehousemen, or smallware 
manufacturers, packed in bales, cases, packs, trusses, or parcels. 

Small parcels of Manchester manufactured goods, in bales, cases, &c., sent from 
Manchester to Liverpool, <fec., for shipment, accompanying other goods of the same 
mark, may be weighed together and charged as one consignment. 

Owner's Risk Rates are only to be charged when the sender at the time of 
shipment, states on the consignment note that the goods are to be carried at the 
owner's risk. 

Guano not to be carried loose. 

Oilcake (broken) to be charged at the Special Claas rate. 

Extract of Madder to be charged at the 5th Class rate. 

Burnt Cotton to be carried on the same conditions as Oily Waste. 

Stone, between Liverpool and Manchester, to be carried at the Mineral Class 
rate, reckoning 14 cubic feet to the ton. 

Bone Dust and Bone Ashes when carried by rail to be packed ; if ptherwise, 
to be at owner's risk, and unsheeted. 

Applunces for Lifting Floats containing Furniture to be charged as Furniture, 
and upon the return journey as empty boxes or cases. 

Petroleum Spirit. — In the event of Petroleimi Spirit (inflammable at less than 
73° F.) being forwarded along with Oil, from same sender to same consignee, and the 
weight of the spirit being less than 1 tx)n, the charge should be 1 ton at the rate for 
spirit, and the balance, e.e., the total weight, less the 1 ton, at the rate for oil. The 
amount charged as for spirit to be prepaid according to Railway Clearing House 
instructions. 

Empty Packages. — The rates for Returned Empties to be charged only when 
the packages are returned by the original consigned. Empty grain sacks sent 
to be filled (except new sacks from sack manufacturers) to be carried free. 

Application of Rates. — The 2 tons minimum weight applies to all Station to 
Station rates, less than the first class rate, except when a higher minimum weight is 
specially fixed by the companies interested in the traffic. 
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JANUARY, 1883. 



RAILWAY AND CANAL EATES 



BETWEBir 



LIVEEPOOL AND BIEKENHEAD, 



AND 



MANCHESTER, STOCKPORT, REDDISH, PATRICROFT, 

AND LONGSIGHT. 



Distance — Liverpool and Manchester hy L, d: K W, JRy., 35 miles. 

Distance — Birkenhead and Manchester hy L. d: N. W. d: G, W, Rye,, 46 miles. 



Classes as per the Railway Clearing-House Classification. 



Station to Station. 
Per Ton. 



Mineral Class. 

Minimum Weight 

4 tons. 



4b. 2d. 



Special Class. 

Minimum Weight 

2 tons. 



7s. 6d. 





Station to Station. 
Per Ton. 


1 


Ist 
Class. 


2nd 
Class. 


3rd 
Class. 


4th 
Class. 


6th 
Class. 


8s. id. 


10s. 


lis. 8 d. 


14s. 2d. 


17s. 6d. 



Small consignments, 
in lots of 500lbs. and 
under, carted in Man- 
chester and Stockport 
only. 

as per scale. 



Exceptions— Grain ex Liverpool and Birkenhead. Per Ton. 

8. d. 

Grain, in owner's sacks (as per the Clearing-house Classification list), in 4 
ton lots, collected from the East Waterloo, Stanley, or Birkenhead 
warehouses of the Mersey Docks and Harbour Board, or from the 
Grain warehouse at Duke's Dock, occupied by Messrs. Ross, T. 

Smyth & Co., and Clements & Co 7 4 

Not more than 8d. per ton to be allowed from this rate to senders where 

they cart to the carrier's premises. 

Grain, in owner's sacks (as per the Clearing-house Classification list), in 4 
ton lots, collected from other docks, dock warehouses, or town 

warehouses at Liverpool or Birkenhead 7 8 

Not more than Is. per ton to be allowed from this rate to senders where 

they cart to the carrier's premises. 

8. to S. 

Grain to Liverpool, 4 ton lots 7 2 

Grain to Manchester and Stockport, on account of Messrs. Johnson and 

Grainger, and Bums and Maclver, in 4 ton lots 6 8 

Exceptions applicable to Manchester, Stockport, Reddish and 

Patricroft. 

Ale and Porter in casks 2 ton lots 7 6 

Ale and Porter Empties, returned 7 6 

Bark Fibre for paper-making, to be charged First class rate. 

Bark (American) for chemical manufacture, to be charged Special class rate. 

Bones, including Bone and Horn Waste 8 4 

Cement 4 ton lots 5 10 

Cement 2 ton lots 6 8 
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8. to S. per Ton. 
•. d. 

Copper (crude), in blocks 2 ton lots 8 4 

Cotton, Raw 8 

Cotton Waste, in press-packed bales 8 4 

Currants, Grocers' 9 2 

GlassSand 6 8 

Hay, Compressed, at owner's risk, minimum load 3 tons per truck 7 6 

Horn Piths, packed 8 4 

Ditto, loose 10 

Iron in Class A (as per Clearing-House Classification) 2 ton lots 6 8 

Machinery, in cases or frames 9 2 

Magnesia Stone or White Stone 2 ton lots 7 6 

Carted in Kancheeter, 

Stockport, Beddiihand 

Patriorofti 

Manufactured Cotton Goods in bales, cases, packs, trusses, or parcels for loo 

shipment from Liverpool to foreign ports j 

Ditto, when for home consumption to or from Liverpool or Birkenhead... 11 8 

s. to 8. 
Manufactured Wrecked Goods 8 4 

Marble^ in blocks, for pillars (polished) at owner's risk 9 2 

Nitrate of Potash 8 4 

Paints and Colours, in casks or iron drums 8 4 

Phosphate of Lime 7 6 

Pig Iron 4 ton lots 6 3 

Polishing Stone 8 4 

Saccharine or Glucose, in casks, pails, cans, or bags 2 ton lots 6 8 

Timber (square) and Deals 2 ton lots 7 6 

Wood Pulp, in bales or boxes 4 ton lots 6 8 

Carted in Maneheater, 
Stockport and t*^*^^<*>«. 

Yam, Cotton, and Linen, in bales, casks, or trusses, when for export to ) ^ ^ ^ 
foreign ports / 

Exceptions with Manchester only. 

8. to 8. 

Ale in bottles, packed in casks or cases, for export 8 4 

Alum 4 ton lots 6 8 

Aluminous Cake and Aluminoferric 4 ton lots 5 

Arsenic 4 ton lots 6 8 

Blacking 8 4 

Burnt Ore 4 ton lots 5 10 

Charcoal Dust Refuse 4 ton lots 6 3 

Clocks, American, packed, to be charged Fourth class rate 

Coal Tar Pitch, exclusive of loading and unloading, (L. and N. W, trucks 

not to be used) 4 ton lots 6 10 

Carted in 
Manchester. 

Cotton and Woollen Waste, press-packed, for shipment 10 

8. toS. 

Copperas 6 8 

Creosote Oil, in owner's tank waggons, between Birkenhead and Miles 

Platting 6 ton lots 6 8 

Camwood and Sapanwood 8 

Emery, for shipment 4 ton lots 8 4 

Emery Stone 4 ton lots 6 8 

Garancine 8 4 

Glass Blocks, for pavement 8 4 
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S. to S. per Ton. 
s. d. 

Ground Rock Abphalte, in bags 4 ton lots 6 3 

Hides, salted, in bales or bundles, for export 8 4 

Hoop Iron, at owner's risk, ex-private siding 2 ton lots 6 8 

Ice, loose in lots of 1 ton and under 4 tons 8 4 

Iron in class A (as per Clearing-House Classification), including delivery 

alongside ship 10 ton lots 7 6 

Do. do. Pendleton to Liverpool, for shipment 6 3 

Do. do. Pendleton (private siding) to Liverpool or 

Birkenhead 5 10 

Iron, scrap, exclusive of loading and unloading to Liverpool 2 ton lots 5 2 

Do. do. do. Birkenhead ...2 ton lots 5 10 

Iron Wire, undamageable 10 ton lots 6 8 

Jute Cuttings, press packed, in bales 4 ton lots 7 6 

Kiseritz, or Dutch Waste Salts 4 ton lots 5 10 

Lard for refiners '. \ 8 4 

Lead, red and white 4 ton lots 7 6 

Leather Shavings, for manure 4 ton lots 6 8 

Lime Salt, in bags 4 ton lots 6 8 

Locomotive Engine Bodies and Tenders, or Tender Tanks, without wheels... 9 2 

Locomotive Engine and Tender Wheels and Axles 9 2 

Madder, in bales or casks, not to include Madder Extract 8 4 

Manganese Ore 4 ton lots 6 8 

Manure, Concentrated, in bags 2 ton lots 5 10 

Marble, in blocks, for pillars, polished, at owner's risk 9 2 

„ in slabs, cemented together, at owner's risk 10 .0 

„ refuse, in broken pieces 4 ton lots 6 3 

Muriatic Acid, in stone jars, packed in lime, in cases, at owner's risk 10 

Oil, Common, for oiling clay for brickmaking 8 4 

Oil (Petroleum burning oil), in casks, not inflammable at 73" F 9 2 

Oil Cake, in bags 4 ton lots 6 8 

Carted in Manchester 

Paperhangings, for shipment to foreign ports 11 8 

S. to S. 

Precipitate of Copper 2 ton lots 7 6 

Rosin 4 ton lots 7. 6 

Soda, and Soda Ash, and Caustic Soda 4 ton lots 6 8 

Steel Screws, in casks, to Liverpool 10 

Straw, press packed 8 4 

Sugar, for refining 6 8 

Sugar Scum 5 10 

Superphosphates, exclusive of loading and unloading 4 ton lots 5 10 

Sulphuric Acid, in tanks, at owner's risk 4 ton lots 10 

Do. in carboys do. 2 ton lots 11 8 

Talc, or French Chalk, for sizing or bleaching purposes 2 ton lots 8 4 

Treacle 10 ton lots 6 8 

Yellow Metal Bolts 8 4 

Exceptions with Stockport only. 

S.toS. 

Scrap Iron, exclusive of loading and unloading, Stockport and Liver- 
pool 2 ton lots 5 8 

Exceptions with Patricroft only. 

S.toS. 

Bismuth Ore 8 4 

Waste Extract from Wood 2 ton lots 7 6 

E 
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WATERSIDE AND RAILWAY SIDING ARRANGEMENTS WITH 

MANCHESTER GROUP 

For Traffic from or to LIVERPOOL and BIRKENHEAD. 



MANCHESTER. 

List No. 1. — ^Works having Access by Railway Siding only. 

All free cartage of station to station traffic to be discontinued, the carriers by 
water ceasing to carry in competition with the railway companies, or, if they do 
carry, to make the ordinary charge for cartage of station to station traffic. The 
railway companies on whose lines the sidings are situated to give access to the other 
companies upon agreed terms. 

Collected or Delivered 
Railway. by Railway Truck. 

Bennett, J. M. , & Sons, Timber Merchants, &c., Ardwick, L.&.N.W. and M.S.&L. Free. 

Bridgewater Trustees* Coal Siding, Coal Merchants, Salf ord L. &N. W. „ 

Galloway, W. k J., k Sons, Boiler Makers, Ardwick L.&N. W. and M.S.&L. „ 

Grestv, Jonathan, k Co., Timber Merchants, SaU ord L. &N.W. Sd. per ton, deals only. 

Manchester Corporation Qasworks, Gay thorn M.S. J.& A Free. 

„ „ Rochdale Road L.&Y. „ 

Manchester Sugar Refining Co., Oxford Road M.S.J.&A 6d. per ton on received 

traffic only from all places. 

Salford Corporation Gasworks, Regent Road L.&N.W. Free. 

Turner Thomas, Furniture Stores, Combrook M.S.J.&A 

Vulcan Iron and Steel Co., Limited M.S.&L. and L.&N.W. 

Worthington, W. & J., Stone Wharf, Windsor Bridge, Salford L.&Y. 



ft 
if 



LONGSIGHT. 

Jennisonand Sons, Belle Yue Gkirdens L.&N.W. Free. 

Knowles A & Co., Limited, Colliery Proprietors 



ft ft 



GORTON AND ASHBURTS. 

Goods, including Heavy Articles, to and from the works and sidings of the 
undermentioned firms, are charged the following amounts, in addition to and 
together with the station to station rates between Manchester and Liverpool and 
Birkenhead, in one sum or rate of carriage : — 

Mineral and special class goods, including timber Is. per ton as above. 

Other goods ls.8d. „ „ 

Undamageable iron (collected from works) to Liverpool & Birkenhead, 2 ton lots 7s. per ton. 

„ „ „ „ „ „ 10 „ 7s. 6d. „ delivered 

alongside ship. 

From Ashbury's New waggons, packed, 9s. 2d. per ton from siding to station at Liverpool 

tt tt carriages, „ 10s. „ „ „ „ 



Ashbury's Railway Carriage Co., Limited M.S.&L. ^ 

Beyer, Peacock, k Co., Locomotive Engine Makers „ 

Cyclops Iron Co., Limited, Ironfounders „ 

Manchester, Sheffield, and Lincolnshire Railway Co.'s Stores „ 

Standard Iron and Steel Co „ 

Whitworth, Sir Joseph, k Co., Limited, Engineers 



tf 



Charges on Liverpool and 
Birkenhead traffic as 
shown above. Traffic to 
or from the Cyclops Iron 
Co. is subject to a siding 
charge of 6d. per ton. 
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List No. 2. — Works having access by Water only. 

The railway companies not to carry in competition with the water to and from 
the following firms, or, if they do carry, to make the usual charge for cartage of 
Station to Station traffic : — 

Collected or DeUvered 
by Boat 

Bass, T. and M. P., Salford Timber Free. 

Barlow, Richard, Ancoats Flagstones „ 

Baxendale k Co., Gaythom General Gk>ods ... „ 

Bellhouse, J. and W., Oxford-road Timber 

Bennett, J. M., Water-street Timber 

Birch, W., Singleton & Sons, Minshull-street China Clay, &c... 

Bowden & Co., Stanley-street Slates 

Brownson & Sandham, Trentham-street, Hulme Deals. 



n 
tf 
>>. 

Clarke, J., & Co., Combrook Timber „ 

Curtis, Sons, & Co., A ncoats Engineers „ 

Davenport, Jonathan, Egerton-street, Huhne ...,,.... DesJs only „ 

Dixon, J. A., Combrook Timber „ 

Dunkerley, 0. C, Port-street Iron „ 

Goldsworthy & Co., Huhne Emery Stone (de- ) 

Ordinary cartdge to be charged for the collection livered only)... /- „ 
and delivery of other Ixaffic ] 

Grahame & Co., David-street Deals „ 

Gresty, James, Leech-street Deals only „ 

Hall & Pickles, Port-street Iron „ 

Hancock, James, Bridgewater-street Deals „ 

Hargreaves & Co., Ducie-street Cement „ 

Harrop, George, Combrook Timber „ 

Hetherington & Son, Pollard-street Iron „ 

litherland, William, Hulme Dealsonly „ 

Lomax, J., & Co., Hulme Grain and Flour. „ 

Peacock, James, Lower Mosley-street Deals „ 

Percival, Vickers, & Co., Jersey-street Glass Sand Is. per ton. 

Perks, G. W., David-street Deals Free. 

Ratcliflfe, E., Victoria Wharf Dealsonly „ 

Beilly. James, Combrook Dealsonly „ 

Bender, H., Salford Grain, Flour, &c. „ 

Render, H., Lim., Salford Grain, Flour, &c. „ 

Reyner, E., & Co., Castlefield Dealsonly 

Rye, Son, & Ogden, Miles Platting Pig &on 

Sharp, Stewart, & Co., Manchester Logs, Deals and Pig Iron 

Southern, J. W., Store-street Deals only 

Southern & Wheeldon, Collier-street, Castlefield Deals „ 

Statham & Co., Windsor Bridge Slates, &c „ 

Statham Brothers, Collier-street, Castlefield Deals only „ 

Thornton, (George, Combrook Dealsonly „ 

Whitelegg, H., Combrook Timber „ 

Wilson, J. M., Ancoats Deals 

Worthington, W. and J., Brewer-street Stone 

Wood, Joseph. Butler-street, Oldham-road Timber 6d. per ton. 



99 
ft 

» 
ft 



ft 
>» 



Traffic to and from the following firms will be carted by the railway, and carted 
or boated by the canal companies at the charges provided as nnder : — 



Carted by Railway, or Carted 
itedby 
Per Ton. 



or Boated by Canal Company. 



8. d. 

Bremner & Co., Pendleton Oil 2 

Grant and Aldcroft, Pendleton Deals 1 

Hardman & Co., MUes Platting Q^neral... 1 

Lord, J. W., Pendleton Deals 1 

McDougall Brothers, Poland-street Flour, &c. 1 

Metcalf, Thomas, & Co., Miles Platting General... 1 

Norton, A., & Co., Miles Platting Steel, Iron, &c. 1 

Pochin, H. D., & Co., Miles Platting Alum, &c. 1 

Rylands and Sons, Gorton Cotton,&c. 1 8 

Smith, Wilson, and Smith, Oxford-road Yard only Timber ... 10 
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Carted bv Railway, or Garted 
or Boated by Canal Company. 
Per Ton— a. d. 

Spenoe, P., Miles Platting Qeneral... 1 

\lckers, T., and Son, Miles Platting Bones, &c. 1 

Whitham & Co., Miles Platting General... 1 

Winser & Co., David-street, Articles that can be lifted without a crane 1 

Yarwood, S., Miles Platting Hides, Ac. 10 

P. Moir, Crane, & Co., Clayton Traflic ... 1 

Ezard, Charles, Phillips Park-road Qooda ... 1 

Water Side Traffic at Ordsal Lane. 

Trafi&c for or from Messrs. Chadwick and Tayloi^ and Messrs. Goodwin Brothers 
to be charged as follows, by water and railway respectively : — 

If collected or delivered alongside works by boat in lots of not less than 1 ton — ^the ordinary 

Manchester Station Rate. 
If carted in Manchester either by railway or canal carriers— the ordinary Manchester Station 

Rate, plus lOd. per ton. 
Where the traffic is carted by consignees or senders between the carrier's station and Ordsal 

Lane, the Station to Station rate is to be charged. 

List No. 3. — Works having access both by Rail and Water. 

All free cartage of Station to Station trafl&c with the following firms to be 
discontinued : — 

The railway companies on whose lines the sidings are situated to give access to the other 
companies on terms to be agreed upon. 

Collected or Delivered 
by Boat or Railway Truck. 

Bamin^ham & Co. Limited. Pendleton, Rail and Chair Makers Free. 

Chadwick, W. , and Sons, Brindle Heath, Paper Makers „ 

Johnson, R., and Nephew, Bradford, Wire Drawers 8d. per ton. 

Maybury, Marston, & Sharpe, Brindle Heath, Hoop Iron Manufacturers Free. 
Manchester Corporation, Beswick, Concentrated Manure „ 

STOCKPORT. 

Canal Bank List, where charges in addition to the station rates are to be 
made as under noted on the articles named against each firm in one sum or rate of 
carriage, except those marked free^ where the station rate may be charged as 
including Delivery or Collection of the said trafl&c, whether it be conveyed by railway 
or water. 

Note. — In case timber or deals for a consignee or consignees on the free Canal Bank List 
should be required to be landed at a carrier's wharf for his or their conyenience, and then sub- 
sequently delivered by team or boat, a charge of not less than 8d. per ton to be made for such 
service. 

Per ton. 
s. d. 

Bowlass. David, Reddish Cotton 1 

Chadwick, S., Heaton Norris Cotton 1 

Emerson & Murgatroyd. Heaton Norris Machinery 1 

Greg, R. H., & Co., Reddish Cotton 1 

Haigh, William, Reddish Paper and Rags.. 1 

Heaward, Joseph, Reddish Cotton 1 

Holdsworth, T., & Co., Reddish Green Cotton 1 

Longson, John, Stockport Timber Free, 

Nelstrop, William, & Co., Heaton Norris Grain, Flour, &c. „ 

Read, John and T., Reddish Cotton 1 

Walmsley, Edward, Reddish Cotton 1 

Railway Siding List, where the station rate may be charged as including 
Delivery or Collection of traflSc, whether it be conveyed by water or railway : — 

Sykes, Richard, Edgeley Goods Free. 

PATRICROFT. 

Canal Bank List, where the station rate may be charged, includmg Delivery 
or Collection of traffic, whether by railway or water, to or from the premises named : 
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Armitaffe^ E.. & Sons, Cotton Spinners, Patricroft Free. 

Booth, Leigh, & Co., Silk Manufacturers, Patricroft „ 

Dean Brothers, Timber and Slate Merchants, Patricroft „ 

Leigh, Jonathan, Timber Merchant, Patricroft „ 

Leigh, J. D., Executors of, Ironfounders, Patricroft „ 

Nasmyth, J., & Co., Engineers, Patricroft „ 

Patricroft Spinnning Co., Cotton Spinners, Patricroft , 

The Mordaunt Ca, Chemical Manufacturers, Patricroft „ 

Eailwat Seding List, where the station rate may be charged, including 

Delivery or Collection of traffic, whether by railway or water, to or from the premises 
named : — 

Magnesium Metal Co., Patricroft L.&N.W. Free. 

Nasmyth, J., & Go., Engineers, Patricroft „ „ 



The number of tonnage rates between Liverpool and Birkenhead and the Man- 
•Chester group of stations, exclusive of any rates to private sidings or canal wharves, 
is 20, ranging from ^s. 2d. to 17s. 6d. per ton, as foUows : 



1 


2 


8 


4 


5 


6 


7 


8 


9 


10 


8. d. 

4 2 


8. d. 

5 


s. d. 

5 2 


8. d. 

5 8 


8. d. 

5 10 


8. d. 

6 3 


8. d. 

6 8 


8. d. 

7 2 


8. d. 

7 4 


8. d. 

7 6 


11 


12 


13 


14 


15 


16 


17 


18 


19 


20 



8. d. 8. d. 8. d. 8. d. 8. d. 8. d. 8. d. 8. d. 8. 

7 8 7 11 8 8 4 9 9 2 10 11 8 14 2 17 6 

In this cd,se also, a great number of articles are singled out of the Clearing 
House classification and dealt with exceptionally, one of the principal conditions 
attaching to this exceptional treatment being that the articles are to be forwarded in 
large quantities. 

It may be interesting to point out the manner in which two important articles 
•of commerce have been dealt with under the exceptional rating system. The 
articles referred to are raw cotton in bales, and manufactured cotton goods in bales, 
•cases, packs, trusses, and parcels for shipment; the first an article of import, the 
«econd an article of export. In the Clearing House classification, raw cotton in bales is 
in the first class, and manufactured cotton goods in bales are in the third class. Their 
normal rates per ton, taking the general scale of class rates, Liverpool and Manchester, 
as a guide, are 8s. 4d. for raw cotton, and 1 Is. 8d. for manufactured goods, both 
rates exclusive of cartage. The actual rates, which appear under the head of 
exceptions, are 8s. per ton for raw cotton, station to station, and 9s. 2d. per ton for 
manufactured goods, inclvding cartage in Manchester, Raw cotton is exceptionally 
reduced 4d. per ton, while manufactured goods, valuing the Manchester cartage 
at Is. 6d. per ton, is reduced 4s. per ton. Their respective positions to each other 
are thus reversed, the rate for manufactured goods for shipment being actually 4d. 
per ton lower than the raw material of which such goods are made. In January, 
1883, the rate for raw cotton was reduced from 9s. to 8s. per ton, and the rate for 
manufactured goods from 10s. to 9s. 2d. per ton. 



CHAPTER VII. 

Grain, Timber, Cotton, Cloth, and Tarn Rates between Lancashire Towns and'the Chief 

Towns of Import and Production. 

The following Table of rates, in operation January, 1883, for Grain, Square 
Timber and Deals, Raw Cotton, Cotton Yam, Cotton Cloth, and Bleachers' Cloth, 
from the chief towns of import and manufacture to the principal stations in 
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Lancashire, and to some stations in the neighbouring counties, may be found interest- 
ing and instructive. It will enable traders to compare the rates between one town 
and another. The distances in miles are given in order that nothing may be want- 
ing to institute a fair comparison, such distances having been taken from the 
railway companies' books. Where there are two or more routes, the shortest distance 
has been taken, and fractions of miles have been called whole miles. It must be 
premised, however, that both the rates and the distances are not recorded in the 
companies' books with great accuracy, and, therefore, the correctness of the figures 
given in the table cannot be guaranteed. In the matter of distances, more 
especially — although the Act of Parliament requires distances to be shown as well as 
rates, for public inspection — the Companies display great laxity. Nevertheless, 
much care has been exercised in taking the figures from the books, and the public 
may rely on their general accuracy. 

The Railway Companies claim to alter the rates at any time without notice. 
The following reductions in the Cotton and Timber rates from Liverpool have been 
made in January, 1883. 

Baw Cotton, in bales, from Liverpool to Reduced 

per Ton. 
8. d. 

Portsmouth (Lancashire) 1 10 

Accrin^n, Middleton 1 6 

HoUinwood (rate reduced from lis. D, to 9s. 6d. S to S) 1 6 

Bacup, Bamber Bridge, Blackburn, Bolton, Broadley, Burnley, Bury, Castleton, 
Cherry Tree, Church, Clayton Bridge, Colne, Denton, Droylsden, Ewood 
Bridge, Glossop, Greenfield, Grotton, Hadfield, Heywood, Horwich Town, 
Lees, Littleborough, Lostock HaU, Manchester, Mill Hill, Milnrow, ^10 
Moses Gate, Mossley, Oldham, Padiham, Patricroft, Radcliffe, Rawten- 
stall, Rochdale, Rose Grove, Royton, Shaw, Shawclougb, Stockport, 

Todmorden, Walsden, Waterfoot 

Hoghton 11 

Baxenden, Bromley Cross, Chorley, Clitheroe, Disley, Facit, Great Harwood, ] 

Haslingden, Helmshore, Huncoat, Marple, Mottram, New Mills^ Preston, > 10 

Ramsbottom, Rishton, Summerseat, Whitworth ) 

Turton 9 

Ashton, Guide Bridge, Hyde, Newton, Stalybridge 3 

Nelson 2 

Sauare Timber and Deals from Liverpool to 

Ashton, Castleton, Clayton Bridge, Denton, Glossop, Grotton, Guide Bridge, "V 

Hadfield, Heywood, HoUinwood, Hyde, Lees, Manchester, Marple, L a 5 
Middleton, Mossley, Mottram, New Mills, Newton, Oldham, Patricroft, C 
Stalybridge, Stockport / 

The reduced rates are given in the Table. 

It is needful to take note, when studying the rates in the following Table, that 
some are exclusive of cartage, and others inclusive of it, whilst some include cartage ' 
at one end only. The companies' rate books do not show in all cases, with sufficient 
precision, whether the rates are, or are not inclusive of cartage; nor are the station 
officials always in a position to help enquirers on this point. It is commonly replied, 
in answer to questions concerning rates which are obscure as to cartage, "The 
rates include cartage at stations where the railway company has a cartage staE'* 
It is easy for the companies to record the rates in such a manner as to show 
distinctly whether cartage is or is not included, and the omission to do so must be 
considered a remissness of duty on their part. 

Full explanations are given at the head of the Table as to quantities, cartage^ 
conditions, &c. 
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JANUARY. 1888. 

BAIL WAY BATES 

FOB 

Grain (in sacks), Square Timber and Deals, Raw Cotton (in bales), Cotton 

Yam (in skips). Cotton Cloih, and Bleachers* Cloth, 

VSTWEXS 

LIVERPOOL, FLEETWOOD, BARROW (Grain, Timber, Cotton), LONDON 
(Cotton), MANCHESTER (Cotton Yarn, Cotton Cloth, Bleachers' Cloth), 
OLDHAM, ROCHDALE, ASHTON, STOCKPORT, BOLTON, BLACKBURN, 
AND PRESTON (Cotton Yarn), and the undermentioned Stations. 



EXPLANATIONS. 



S. to S., or Station to Station, means that the rate doee not include cartage at either end. C. 
and D., or Collected and Delivered, means that the rate includes cartage at both ends within the 
usual town limits. C, or Collected, means that the rate includes cartage at the forwarding station, 
and D., or Deliyered, tiiat the rate includes cartage at the delivering station within the usual town 
limits, or that the rate includes one cartage only, either C. or D. "Hie words " any quantity " mean 
any quanti^ over 5001bs. Where no rates exist, the spaces are left blank. 

GRAIN. — Grain includes the following articles : Barley (except Pot or Pearl) ; Beans (except 
Haricot Beans) ; Bran, Dari, Dills, Flour, Groats, Gurdgeons, Hominy, Indian Com, Lentils, Lonseed, 
Linseed Waste, Locusts or Charubs, Maize, Malt, Malt Culms, Meal, Middlings, Millet^ Oat Dust, Oats, 
Peas Dried, Peas Split, Pollards or Thirds, Rice Points or Husks, Rye, Seeds for crushing for oil ; 
Sharps or Seconds, Shelling, Shudes, Tares, Vetches, Wheat. It is carried in sacks, and the rates 
are given for lots of four tons and upwards, and for lots of two tons and upwards, in which quantities 
grain is usually carried. When sent in less quantities than two tons higher rates are charged, which 
are not given in this Table. Four different rates are given for Liverpool grain, conveyed under the 
following conditions : — 

1. Grain, in' four ton loads or over, Collected from the Waterloo or Stanley warehouses of the 

Mersey Docks and Harbour Board, or from the grain warehouse in Duke's Dock, not 
including Delivery unless so stated. To parties carting their own goods in Liverpool, the 
railway companies allow eightpence per ton from the rates under this condition. 

2. Grain, in four ton loads or over. Collected from other docks, dock warehouses, and town 

warehouses in Liverpool, not including Delivery unless so stated. To parties carting 
their own goods in Liverpool, the railway companies allow one shilling per ton from the 
rates under this condition. 

8. Grain, in four ton loads or over, to Liverpool, Station to Station, unless otherwise shown. 

4. Grain, in two ton loads or over, to or from Liverpool, Station to Station, imless otherwise shown. 
The Fleetwood (Wyre Dock) and Barrow (Ramsden Dock) Grain Rates are competitive, and are 
nearly alike. The Barrow (Ramsden Dock) Grain Rates apply only to grain to and from Ireland. 
The Fleetwood a nd B arrow Rates are Station to Station, unless otherwise shown. 

SQUABE TIMBEB and DEALS.— The rates are given for lots of two tons and upwards, 
and are Station to Station unless otherwise shown. When sent in smaller quantities than two tons, 
w^ch is not usua^ the case, higher rates are charged, which are not given in this Table. 

BAW OOTTON. — Haw Cotton, in bales, is carried at Station to Station rates from Liverpool 
unless othennse shown. The Fleetwood and Barrow Rates are quoted as Collected and Delivered, 
unless otherwise shown. The London Rates are also quoted as Collected and Delivered, except in a 
few instances, as shown in the Table, where they include Collection in London only. No Raw Cotton 
is imported at Fleetwood or Barrow, so that tiie rates are nominal. 

COTTON OLOTH. — Cotton Cloth is commonly tied in bundles, unprotected by wrappers, 
and is usually loaded on flatbottoms, provided by the railway companies at the manxidfactories in 
order to save handling at the stations. The rates include Collection and Delivery, unless other- 
wise shown. 

OOTTON YARN.— The rates for Cotton Tarn, in skips, include Collection and Delivery 
unless otherwise shown. 

The rates for Raw Cotton, Cotton Cloth, and Cotton Tarn, given in this Table, apply to any 
quantities ove r 60 01b. 

BLEACEXBS' CLOTH.— Bleachers' Cloth is carried in full truck loads of not less than 
two tons, unless otherwise shown, at Station to Station rates, the owners providing boxes, sheets for 
covering, labour, &c. It is dealt with in quite an exceptional way, rates being quoted only to 
places where there is bleaching carried on, and consequently a traffic. 
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CHAPTER VIII. 



Proposed New System of Classifying Merchandise and Fixing Maximum Mileage Rates — ^Model Table 
of Mileage Rates and Terminal Charges — Live Stock — ^Advantages of the Proposed System. 



The following is a summary of recommendations sketched out in previous 
paragraphs. 

First, the Clearing House classification to be revised, and the articles mentioned 
therein to be re-classified upon sound principles, viz. : — shape, measurement, specific 
gravity, value, and risk ; the number of classes being augmented from 7 to 30, in 
order that a further classification of the same articles may be made for quantities. 
The revision to be undertaken by a specially selected Committee in the department 
•of the Board of Trade, representing science, commerce, and the railway interest. The 
amended classification to be published, and sold at a reasonable price. 

Second, the railway companies to unite in forming a Table of Rates per ton for 
the conveyance of merchandise by railway only, apart from terminals, for distances 
of one mile up to 1,000 miles, each mile to have 30 class rates. These rates to be 
based, as far as possible, on the actual conveyance cost on levels, and on a medium 
cost of railway. This Table to be accepted by the Board of Trade, and published 
also. 

Third, each railway company to establish before the Board of Trade, its claim 
to an increased mileage scale, based on heavy gradients, high cost of railway or other 
reasons. When arranged, the same to be indicated by a table of two adjacent columns, 
— the first, of consecutive miles, from one upwards, corresponding with the Table of 
Rates ; and the second, of maximum miles, also corresponding with the Table of 
Rates. A sufficient margin should be left between actual and maximum mileage, so 
as to enable the railway companies to adopt, if desired, an intermediate mileage, which 
may be called, as said before, the elective mileage actually to be charged. This 
arrangement, if judiciously made, would give the companies ample latitude to 
regulate the rates as a whole. The rates between two stations would then be 
indicated by the elective mileage number, and the complete information in regard to 
the actual, maximum, and elective mileages between stations, could be given in the 
following form : — 



From Station 
to 
following Stations. 


Actual Mileage, or 

Actual Distance 

in Miles. 


Elective Mileage 
Chargeable. 


Maximum Mileage 
Chargeable. 


tt 

tt 

ft 
&c. 


tt 
tt 

ft 


ft 

ft 

tt 

&c. 


*t 

tt 
tt 



Fourth, the railway companies, in conjunction with the Board of Trade, to 
prepare scales of charges for the three terminals, station, handling, and cartage ; one 
scale for London, another for towns of 100,000 inhabitants and over, and another for 
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the remaining stations. The station terminal to include clerkage and other expenses 
heretofore included with handhng, the handling terminal being strictly confined to the 
actual cost of that duty, viz., loading and unloading, and the cartage terminal to be 
the full fixed charge for carting to the town's extreme limits. It should be reserved 
for the railway companies, should they see fit, to adopt a scale of differential cartage 
charges according to distance, the same to be publicly notified. This may be necessary 
in some towns where the cartage is competed for, distance being an important element 
in the calculation. In fixing the three terminal charges, each of the 30 classes must 
be distinctively considered, and, if necessary, different amounts substituted. 

A Table of Rates, including mileage rates and terminal charges per ton, could 
then be printed and published in a form hke the following : — 
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Live Stock, as distinguished from Goods, should be similarly dealt with. Being 
charged by description and number, imd not by weight, the form of the Table will 
need to be altered accordingly. A judicious class^cation of animals is required, 
together with standard mileage rates for every size of eattle truck, both fully and 
partially loaded. A table of such rates, with one terminal charge, should be 
established on a plan similar to the one sketched out for merchandise. 

It may be said that the scheme herein set forth has little elasticity ; that the 
rates will be too rigidly fixed ; and if the railway companies' belief be correct^ the 
trade of the country would suffer if such a system were adopted. It cannot be 
denied, however, that under such a method as recommended in these pages, the rates 
to all stations could be printed and published, and for a small charge the public 
could purchase books containing the information, and this fact ought to have its 
due weight in the consideration of the question. It is impossible, under the present 
system, to present the rates in a clear manner, either to the public or to the railway 
officials themselves ; and the increasing number of articles in the General Classifica- 
tion, with the additional exceptional rates, tend more and more to augment the 
difficulties and perplexities inseparable from such a system. It may be confidently 
predicted that the railway companies will find the thing intolerable eventually 
should they persist in the policy they have chosen in building up the rates in their 
present irregular form. By the acceptance of the method herein recommended, 
the companies would save a large annual amount at present paid in wages 
to rate clerks, whose services are required solely through the immense number 
of changes which are continually being made in the rates. In respect of a 
lack of mobility in the rates, which might be urged against the proposed 
scheme as contra-distinguished from the one in being, one fails to see, after 
an article has been carefully, strictly, and thoroughly examined, and its claas, 
thereupon duly assigned (bearing in mind the while that all other articles 
of commerce have been subjected to a similar ordeal, and their places in the 
classification defined under identical rules and regulations), why it should be 
preferred by carrying it at a lower rate than its normal or class rate. Such preferences 
form a prominent feature in the companies' rate books at the present time, some 
of them warranting grave suspicion that they are of an undue character ; the abolition 
of preferential rates by giving the ordinary class rates more stability and capacity, is 
therefore, claimed as a necessary step in proceeding to effect a reform. In the pro- 
posed scheme, the rates, as a whole, to any station may be raised or lowered by 
adopting a higher or a lower mileage scale, subject to reasonable conditions. This 
arrangement provides ample scope for regulation, and does it impartially. It is not 
within the knowledge of any person to say what the results of such a change of policy, 
In recasting and equalizing the rates, would be upon trade. Whether it would injure 
it or promote it would be known only after its adoption. The action of the railway 
companies, in cultivating some trades as if they were exotic plants requiring the 
most favourable conditions to keep them alive, and in neglecting others to the verge 
of ill-treatment, has no justification, and has probably been mischievous in its effects. 
The function of regulating the commerce of the country by modifying railway rates 
in a partial manner is a self-imposed one, and is utterly at variance with the spirit 
of the Acts of Parliament and the recognized principles of sound polity. The railway 
companies desire to conduct their business profitably, and it cannot matter much to 
them as carriers how the dividend is made so long as it is obtained ; but, to the public, 
it is a point of considerable moment that the charges for railway carriage should be 
made fairly as between firm and firm, town and town, and article and article. It is 
not equitable that some rates should be so low as to yield no profit whatever to the 
carrier, whilst other rates are fixed so high as to furnish a large profit, and so com- 
pensate for the deficiencies of the foimer. 

It is admitted that the scheme introduced in this book contemplates the 
modification of the powers, in their present form, granted by Parliament to the rail- 
way companies, in the matter of maximum rates. But it is contended that such 
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parliamentary powers, even had they been equitably conferred, which they are not, 
between one railway company and another, are as ill designed for their purpose as 
they well can be. They are of next to no use to the public, an4 were they to be 
abolished forthwith, it is questionable whether any one would suffer. Low rates 
encourage trade and high rates tend to its prohibition. It is this fact which regulates 
the rates much more safely than any statute of Parliament. The maximum rates 
give the companies barely sufficient, even with the six mile clause, for carrying short 
distances ; and it is reversed in the case of long distances, for then the maximums 
become quite outrageous in amount. To obviate all this ill-fittedness it is therefore 
proposed that the railway companies should be invited to confer among themselves 
and lay down a suitable and exhaustive list of mileage rates, such as they think 
should be charged on a railway of moderate cost, having no gradients ; and to have 
their present powers, as to maximum mileage rates, taken into consideration by the 
Board of Trade, and maintained and made good to each company by giving in lieu 
thereof the power to charge for more than actual distance. It is not proposed to 
deprive the railway companies of their present powers, but only to remodel them on 
an equitable basis, in such a manner as to show clearly to the public the barriers 
which must not be passed. 

Since the foregoing was written the railway companies have taken an important 
step towards the publication of rates by placing the Clearing House Classification of 
Goods within public reach. The revised Classification for 1883 can now be obtained 
from the companies, price one shilling, and it behoves every trader to provide 
himself with a copy. It furnishes much useful and important information, yet it is 
incomplete. What is further required is the publication of books of rates for every 
station, at a reasonable price also, and it is hoped that the day is not &r distant 
when tiiis will be done. 



Jom? Heywood, Excelsior Steam Printing and Bookbinding Works, Hulme Hall Road, 

Manchester. 
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